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Service: 
The Watchword of the Railways 


Transportation: 
The Duty of the Railways 


RE you doing your duty to both your country and your community by 
giving them freight as well as passenger transportation? How better 
can you do your duty than by doing your part in relieving the freight 
congestion? 

The Electric Railways can accomplish wonders in collecting and distribut- 
ing freight and greatly relieve the Steam Railroads. It is your duty to render 
this service, and bear in mind also that it will pay good returns, both financially 
and in the good-will of the public. Communities along your lines will natu- 
rally welcome the opportunity in these busy times to use the electric lines for 
freight service. They do not have to be told that the Steam Railroads are 
overburdened. 

The Westinghouse Electric Company is ready to help you investigate your 
freight haulage problem. Call on our nearest District Office for information on 
Baldwin-Westinghouse locomotives—specially designed for electric railway 
freight haulage. 


Address either company 


_The Baldwin Locomotive Works Westinghouse Electric & Mfg. Co. 
% Philadelphia, Pa. East Pittsburgh, Pa. 
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Rochester Saving Coal, 
Washington May Follow 


HIS issue contains two articles which are of great 

interest at this time when necessity for saving fuel 
by everyone is of such paramount importance. One of 
these articles describes the steps which have actually 
been taken in Rochester by which, through a few 
changes in schedules and in operation, 17 per cent of 
the fuel used to operate electric cars has been saved. 
This amounts in Rochester to about 100 tons a day. 

The other article on the possibilities of coal saving by 
electric railways is the Renshaw-Lambert-Layng report 
on their Washington investigation, of which some re- 
sults were given out by Director Allen of the War 
Board at the Albany hearing on Jan. 4. This report, of 
which a copy was submitted to the Public Utilities Com- 
mission of the District of Columbia early last month, 
has just been made public by the War Board. Briefly, 
it shows that Messrs. Renshaw, Lambert and Layng 
have applied to the Washington situation a number of 
the principles of economical service described by Mr. 
Layng as desirable, in his article in our issue of Jan. 5. 
The result is that these engineers estimate that in 
Washington 25,790 tons of coal per year might be 
saved without impairment of the service to any con- 
siderable extent, and their estimates have been checked 
and approved by a committee of the National Research 
Council. 

At the present time, when the attention of everyone 
is on fuel economy, exact information of this kind is 
most valuable to both electric railways and the com- 
munities which they serve. It should be of great as- 
sistance in calling the attention of both to wasteful 
practices which ought now certainly to be abolished in 
the interests of national economy. 


Don’t Forget the 
Medal Competitions 

T IS NOT too early for companies to begin planning 
to capture the Anthony N. Brady safety medal, to be 
awarded by the American Museum of Safety, and also 
the medal with which the American Electric Railway 
Association will recognize conspicuous merit in the 
papers presented this year before the company sections. 
Conditions in the electric railway field have of late been 
conducive neither to large expenditure on safety work 
nor to literary productivity. Viewed from another 
angle, however, there should be at least a reasonable in- 
centive, even in 1918, to enter these competitions. If a 
railway has made a creditable accident record under 
circumstances like those obtaining at present the award 
of the medal will mean more to this particular company 
this year than it would two or three years ago. Simi- 
larly in the other competition, while the upset condition 


of everything has undoubtedly interfered with company 
section meetings, the very stress of circumstances has 
caused some excellent and timely papers to be presented 
already and it is not too late to have more of this kind 
prepared. The depressing influence of the war and the 
absence of the usual association meetings will make ‘it 
difficult to maintain interest in competitions of any 
kind for a time, but if they are good in peace time they 
should be doubly useful now. 


Safe Axles for 
Electric Railway Cars 


T IS FAIR to say that the constant possibility of axle 

breakage is one of the chief causes of worry of the 
man responsible for the upkeep of rolling stock. The 
fundamental necessity of sound axles is evident. At the 
same time it is not good engineering to put more ma- 
terial into an axle, or into anything else for that matter, 
than is necessary to allow a proper factor of safety. A 
correct understanding of the principles which are in- 
volved in the safe operation of axles is therefore essen- 
tial if the risk of breakage is to be minimized and the 
steel is to be economically disposed. 

Compared with that of most structures the theory of 
the car axle is extremely complicated, in spite of its ap- 
parent simplicity. This is due to the nature of the 
stresses to which an axle is subjected. The hammer 
blows which it gets when the car passes over track ir- 
regularities, the bending moments due to rounding 
curves, etc., all combine to stress the outer fibers to a 
great and uncertain extent. The effects of these stresses 
must be determined from experience, but soundly to in- 
terpret the results of experience with a view to safety 
and, next in importance, economical use of material re- 
quires a knowledge of axle theory. 

In view of the above facts this journal takes unusual 
satisfaction in presenting to its readers a series of 
three articles on interurban car axles by Norman Litch- 
field, the second of which is printed this week. These 
articles epitomize the results of years of practical and 
scientific study of the subject. Mr. Litchfield’s point of 
view is that experience has shown that if certain maxi- 
mum fiber stresses are not exceeded axles are long-lived. 
Analysis by well-known principles of mechanics, based 
upon experimental data and assumptions vindicated by 
experience, shows how the axle material should be dis- 
tributed to produce the lowest possible maximum fiber 
stress. A combination, therefore, of analysis and empir- 
ical information must inevitably form the safest possible 
basis for axle practice. This position is logical—it leaves 
no place for rule-of-thumb. The best proportions for an 
axle to fulfill a given set of requirements are not to be 
settled by sentiment, opinion or compromise. They are 
logical deductions from the application of ascertainable 


laws. 
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We hope that Mr. Litchfield’s articles will stimulate 
the readers of this paper to blow the dust from their 
old’ text-books on mechanics and dig deeply in the 
theorems which may possibly have failed to interest 
them during school days. This ought to be done, for 
here is a problem on the solution of which their highest 
success in part depends. 


Commissions Should Be 
Recognized as Part of the Industry 


N THE development of the principles of public utility 

regulation, the larger commissions have built up ex- 
tensive staffs of technical experts. In number of men 
and in ability, these engineering and transportation 
staffs are comparable with those of the largest public 
utility companies within the jurisdiction of the com- 
missions. In some respects, even, these men have a 
better opportunity to understand the fine points of 
public utility operation than if they were connected with 
an operating company because their daily work takes 
them to many systems and gives them a wider field for 
observation. 

In most cases these staffs have been built up almost 
entirely by men who have received their original train- 
ing in railway work with operating companies. Indeed, 
there are several cases where commission officials’ have 
been invited to accept the highest executive offices in 
railway companies, as well as the converse, namely, 
where prominent public utility officials have resigned to 
enter into commission employ. These cases are bound 
to become more common in future because commissions 
will naturally desire to strengthen their forces by the 
best material available. The result of this situation is 
that there has been introduced, almost insensibly, into 
the electric railway industry a third component to sup- 
plement the two parts into which the industry has al- 
ways traditionally been divided, namely, into operators 
and manufacturers. 

We believe that every railway man as well as all 
others who have the best interests of the railways at 
heart will welcome this condition. The better the pub- 
lic utility commissions understand electric railway prac- 
tice and the abler their technical staffs, the better and 
fairer will their regulation be. But it would help if 
there was a more general recognition by the companies 
of the fact that the commissions and their staffs form a 
component part of the industry and one from which 
help in, solving their technical problems may be ex- 
_ pected. 

How can this be done? One opportunity is in asso- 
ciation work, if the time ever comes when association 
activity can recommence and be conducted as it was 
before the declaration of war. Fortunately the consti- 
tution of the association puts no bar in the way of such 
wider participation in the work of the association by 
representatives of public utility commissions. Mem- 
bers of the staff of any commission, as well as the com- 
missioners. themselves, can join the association as indi- 
‘vidual members. But we believe the association could 
well go farther than that. These men should be led to 
understand that they are especially welcome at associa- 
tion gatherings, and their place in the industry could 
well be recognized by the appointment of individuals on 
various committees. 

At one time there was considerable opposition to the 


admission of manufacturers to full membership in the 
association and to their appointment on association 
committees. This has now largely disappeared, and 
most of the important committees of the American and 
Engineering associations now include members from 
the manufacturing -sides of the industry. The War 
Board is the principal exception to this rule; just why 
we do not know, but even here its important fuel con- 
servation report was prepared by manufacturers. 

The same good results which followed the recognition 
of the manufacturers as an important part of the indus- 
try by the association should follow the extension of a 
similar recognition to the commissions. After all, it 
makes little or no difference whether a traffic expert or 
transportation engineer is with an operating company, 
with a manufacturing company, or with a commission 
if he understands his business and can offer help to im- 
prove conditions. 

The ELECTRIC RAILWAY JOURNAL does not intend to 
preach anything which it does not practise. We wel- 
come contributions from technical men connected with 
commissions on problems in the industry just as much 
as we welcome discussions on the same subjects from 
operating officials. We endeavor to make the paper as 
much a paper for commissions as for railway men and 
to discuss commission problems, so far as they relate 
to electric railway matters, as we do problems directly 
connected with electric railway operation. 


Greater Output and 
Higher Efficiency the Goal 


OAL saving, though important, is not the only ob- 

jective before electric railway operators. As more 
men in this country are called to engage in military 
service, those in the remaining “essential industries” 
like railroading must see that there is no diminution in 
the effectiveness of the properties in their charge, be- 
cause of this man scarcity. 

If ever there was a time when the electric railways— 
and everyone else—had an opportunity as well as a duty 
to practise efficiency it is now. Efficiency is being 
forced on us every day. Whether the subject is willing 
or unwilling, he gets his share. From the smallest home, 
where we are being educated to the most economical use 
of fuel and food, to the greatest corporation—these 
principles are being preached daily. The executive 
who was too dense or too cautious to put theory into 
practice before can hardly escape this war-time educa- 
tion to avoid waste, which is forced upon him by cir- 
cumstances. 

From this universal demand for greater individual 
output and greater individual efficiency no one is ex- 
empt, from the president down. The larger problems, 
of course, fall to the executive for solution, but the 
microscope must be applied to every department to dis- 
cover where corrective measures are necessary and 
practicable. | 

Nor will the wise manager be content to put the 
brakes on extravagant expenditures. Opportunities are 
at hand on almost every property to get new business— 
to increase gross revenues. In some cases it is the first 
real opening for taking on freight business, turned aside 
for the present by steam roads. Once secured this busi- 
ness need not be lost. Motor truck transportation 
agencies are already going after it. 
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In still more cases the opportunity lies in the educa- 
tion of the platform employees. Many “fares” are driven 
to the necessity of walking or to competitive companies 
by failure of conductors or motormen to give them a 
chance to get aboard. Others are lost by lack of inter- 


est where a crew delayed by blockade idly awaits the 


wrecking wagon instead of trying to remove the cause. 

The executive who does not learn his lesson from the 
present emergency may never have another chance. 
These critical times will be the making or breaking of 
many a system. It behooves all to “speed up.” It is “our 
present and immediate task.” 


Duplication of Service 

Must Be Eliminated 

HILE the tidal wave of jitney competition which 

swept over the country from the Pacific to the 
Atlantic a couple of years ago has receded to a marked 
degree, the jitney is still seriously affecting electric 
railway earnings, notably in the Middle West and on 
the Pacific Coast. This fact is emphasized by the tes- 
timony presented at recent rate hearings before both 
the Indiana and California commissions and reported 
in contemporaneous issues of this journal. 

We are told by those best in position to know that 
to win the war will require the utmost in service from 
both the human and material make-up of the country. 
This above all is not a time for competing businesses. 
Co-operation must be the order of the day. With this 
thought in mind the federal government recently took 
over the major transportation facilities of the country. 
Men engaged in useless work—useless as far as winning 
the war is concerned—must turn their energies to use- 
ful work. Yet we see municipalities permitting com- 
petition in local transportation systems—competition 
which duplicates not only precious man power, but pre- 
cious fuel and munition power as well. It is not the 
intention here to discuss the respective merits of the 
electric railway and the jitney as means of local trans- 
portation. Let the matter rest on duplication of ser- 
vice only. The question may fairly be put up to any mu- 
nicipality, “Which will you have, electric railways or jit- 
neys? You can have one of the two but not both.” Can 
any sane man doubt what the answer would be? 

The trouble is that the public is particularly prone not 
to worry about crossing a bridge before it gets to it. 
It only wakes up when the ruins finally crash. Within 
the year this has been well illustrated by the sudden 
awakening of public interest in the local transportation 
systems of several communities after these systems had 
passed under the auctioneer’s hammer to the junk man. 
It is (not should be) a matter of community patriotism 
that where two competing transportation systems exist 
one must be eliminated. Which shall it be? In a final 
show of hands there would be no question as to the 
answer. But community patriotism must be aroused on 
this point. In the matter of “that the people may 
know” most of our railways have possessed an amount 
of lethargy quite comparable to that possessed by the 
public in matters of community interest. The problems 
of the railways must be stated freely and frankly. 
After all, they are the people’s railways. Sane, wide- 
open publicity is about the only hope for those railways 
which are now going to the wall on account of jitney 
depredations. 
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Labor and Capital 
Should Come Together 


Nit of the most striking developments of the war 

has been the changed condition of labor in Eu- 
rope. It is impossible to disregard the significance ot 
the fires raging socially in Russia and seemingly kind- 
ling in Austria and even Germany, or the power which 
labor now has in England. In our own country Charles 
M. Schwab said ten days ago that the worker was to 
dominate the world. 

A more temperate statement, but somewhat along the 
same lines, is that of former Supreme Court Justice 
Hughes, who said before the New York Bar Assuciation 
last month: “Individual privilege [in the future] will 
have to show cause before a public to which old tra- 
ditions are no longer controlling—a public trained in 
sacrifice—which will enforce its own estimate of the 
common right.’’ And again he said, “The present exer- 
cise of authority over the lives of men will hereafter 
find its counterpart in a more liberal exercise of power 
over the conduct, opportunities and possessions of men.” 

Mr. Schwab and Justice Hughes had the courage to 
recognize the changing order. Many employers, how- 
ever, will undoubtedly refuse to do so and will declare 
shat labor already has too much and that no one shall 
dictate to them how they shall conduct their enterprises. 
Similarly, there are extremists among labor. If these 
two are left to lead us out of difficulties, the country 
will suffer. It is for the moderates on both sides to com- 
pose the differences. 

In the electric railway field the situation presents a 
different aspect than in industrial work, as far as wages 
are concerned, because the rate which companies can 
charge for their service is restricted while the wages 
which they may be forced to pay, either because of 
market rates or through arbitration agreements, have 
no such limit. One step to place electric railways on an 
equal footing with other large employers of labor would 
be to have a flexible fare, depending in amount on the 
wages paid or, better still, on the entire cost of opera- 
tion. Such a plan is recognized in the new Philadelphia 
franchise as well as in the Cleveland Tayler plan. Still 
another step would be to make the wages in turn depend 
upon the three main factors which should control them, 
namely (1) the cost of living, (2) the efficiency of the 
workmen either individually or in groups and (3) the 
profits of the company, the influence of each factor on 
the total wages to be determined in some equitable man- 
ner. 

This much is certain. In the period after the war, or 
perhaps before the close of the war, there must be some 
plan evolved to cover the relations between electric rail- 
way employers and employees which will be more logical 
and more just than the present one of a struggle of 
might. ; 

Soon there will meet in Washington a Labor Policy 
Board. It will hold the balances for our general in- 
dustrial peace. There must be give-and-take—compro- 
mise. Both sides must surrender much that they value 
highly. Far-seeing employers are ready to make sacri- 
fices. So, too, are the forward-looking labor leaders. The 
interests of the country demand that both sides look 
carefully to it that they be not misrepresented. 

Above all, let both be prepared for large concessions. 
In that direction lies peace and the country’s good. 
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Combining Loads 
to Gain Economies of Large Units and 
High Diversity Factor—I 


HE centralization of the 
UL remerwenerstng facil- 
ities of one of the great 
industrial sections of the 
country into a single plant of 
enormous capacity, situated at 
the most advantageous loca- 
tion to serve the territory, is 
the idea behind the joint con- 
struction of the 200,000-kw. 
Windsor (W. Va.) power 
plant of the West Penn Power Company, a subsidiary 
of the West Penn Railways, and the American Gas & 
Electric Company. It is considered to be, in a sense, a 
pioneer project in that it is the first steam station to be 
built.as a bulk supply source of electrical energy. The 
economies to be realized from extremely large units, the 
diversity factor resulting from the combination of loads 
spread over a large territory and including a wide va- 
riety of industry, and the strategic location relative to 
the raw materials and loads, were the desiderata which 
led these two important companies to combine their 
generating facilities and thus make an arrangement 
which would supply steam-generated electrical energy 
so cheaply that it could be economically distributed over 
wide areas. The scheme when completed will com- 
pare favorably as to energy cost with the large hydro- 
electric developments of the West, which distribute their 
output through long distances. 
The West Penn Power Company, which is the energy 
supply company for the West Penn Railways, and the 


West Penn Power Company and American 
Gas & Electric Company Place Their Com- 
bined Demands on Huge Jointly Owned 
Generating Plant—New Power House of 
Six Units and 200,000-Kw. Capacity Is 
Strategically Located with Reference to 
Loads and Coal and Water Supplies, and 
Embodies Many New Features of Design 


FIG. 1—GENERAL VIEW OF WINDSOR POWER PLANT 


American Gas & Electric 
Company combined, supply 
practically all of the commer- 
cial and electric railway 
energy requirements of south- 
western Pennsylvania, north- 
western West Virginia and 
eastern Ohio, a particularly 
rich industrial section in the 
valley of the Ohio River. The 
American Gas & Electric 
Company supplies light and power service to Scranton, 
Pa., Newark and Canton, Ohio, Wheeling, W. Va., and 
a number of other communities and industries in this 
section. The West Penn Power Company supplies 
energy to the 322.56 miles of electric railway and more 
than 400 cars of the West Penn Railways, and commer- 
cial energy to numerous towns along these railway lines 
and elsewhere in this territory. The loads of each com- 
pany are superimposed on those of the other at the 
common power plant. Each company takes its supply 
of energy from the station through its individual out- 
door step-up and metering substation and transmits it 
out over a network of high-tension lines serving the 
many communities and industries and electric railways 
in the three states. 

One of the important problems in connection with 
this new plant was the selection of the most advantage- 
ous location, all things considered. The site finally 
chosen comprises 58 acres of inexpensive real estate 
along the Ohio River from which an adequate and de- 
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pendable supply of reasonably good water is obtainable. 
The station thus situated is but 2000 ft. from a coal 
mine producing-fuel with a heat value running around 
13,500 B.t.u. per pound, and is on the Pittsburgh, Wheel- 
ing & Kentucky branch of the Pennsylvania Railroad, 
affording direct transportation from other coal mines, 
should the one at the power plant be shut down. It is 
practically at the load center of the territory served, 
and is about midway between the Eastern and Central 
time belt, whereby the advantages of diversity result- 
ing from serving loads thrown on the power-house at 
times differing by one hour are added to the more usual 
diversity advantages from the wide variety and char- 
acter of load supplied. 


GENERAL LAYOUT OF WINDSOR STATION 


In general the Windsor plant is laid out on the unit 
plan with four boilers and one 30,000-kw. turbo-genera- 
tor per unit. These four boilers are arranged in pairs 
on opposite sides of a wide firing aisle, the four boilers 
thus occupying about the same space in the longitudinal 
direction of the plant as the turbo-generator they serve, 
which is set with its axis parallel to the firing aisle. 
The firing aisle between the boilers is 47 ft. wide with 
a 12-ft. opening in the floor through the center of the 
aisle. The space underneath the floor is used for a 
huge coal-storage pit, from which coal is handled 
through the floor opening by means of a crane and 
bucket hoist, directly into the coal bunkers. 

The turbine room occupies a central position in the 
plant, as the boiler room is on one side and the switch- 


ting in an intermediate floor and making an office for 
the chief engineer and load dispatcher on the second 
floor. All the main operating rooms are on the same 
floor level, which was located at an elevation of about 35 
ft. above the ground cn account of the wide variation of 


FIG. 83—TWO SECTION ECONOMIZERS OVER BOILERS 


the water level in the Ohio River. This uniform floor 
level will greatly facilitate the operating conveniences 
in a plant of so large capacity. The high elevation of 
these floors necessitated running all tracks into the 
building on trestles. These were costly at the outset, 
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FIG, 2—-CROSS-SECTION THROUGH WINDSOR PLANT SHOWING COMPLETE 


ARRANGEMENT OF EQUIPMENT 
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FIG. 4—SIMPLIFIED PLAN OF WINDSOR PLANT 


SHOWING COMPLETE LAYOUT OF TWO 
UNITS OF STATION EQUIPMENT 


board operating room and switch house on the other. 
The switchboard operating room is built directly over 
the intake well and is supported on 6-ft. steel trusses 
which span the space between the turbine room wall and 
the wall of the switch house, but which are placed in 
such a way as not to interfere with ready access to the 
well for the necessary frequent cleaning. This space 
over the intake well has been further utilized by put- 


but the space beneath them will make an economical ash 
dump for several years to come. 

Two of the 30,000-kw. units are now in operation, and 
it is expected that two additional units will be com- 
pleted in 1918. The last two units to make up the pres- 
ent-planned ultimate capacity of nearly 200,000 kw. will 
be installed shortly thereafter. All of these turbines 
will be placed in a single row through the turbine room 
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with axes parallel to the length of the building. The 
boilers to serve them will be set in two rows as described 
above, with steel stacks on each side, one for each three 
boilers. When completed with the six units installed, 
the over-all dimensions of the power house will be rough- 
ly 295 ft. x 280 ft. 

The present article covers, in addition to the general 
features already mentioned, the boiler room and coal 
handling equipment. In a later article the turbine 
room, water supply, electrical and control equipment, 
electrical distribution system, etc., will be taken up. 


FEATURES OF BOILER-ROOM DESIGN 


Each of the boilers in the Windsor plant is of the 
Babeock & Wilcox cross-drum type with 12,625 sq. ft. 
of heating surface. Each is equipped with a sep- 
arate economizer and with both induced and forced 
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cause of their proved efficiency in burning West Vir- 
ginia coal, and because of their heavy overload capacity. 

The Sturtevant high-pressure-type economizers, which 
have 8625 sq. ft. of heating surface, are arranged in two 
sections, eight tubes wide and thirty-six tubes long, in 
order to secure what is believed to be a maximum heat 
transfer arrangement. This also allows the space be- 
tween the two sections to be utilized for a by-pass duct 
and a duct connecting with the double-suction fan be- 
hind the economizer. Such an arrangement of the econo- 
mizer makes possible a narrower construction and one 
more readily accessible for repairs and cleaning. 

The dampers installed in the uptake are so arranged 
that. in one position they close off the economizer and 
open up a by-pass duct, and in the other position they 
open the path through the economizer and cut off the by- 
pass. The gases pass from the economizer and induced- 


FIG. 5—GENERAL VIEW OF OPERATORS’ COLONY 


draft so arranged and controlled that the pressure in 
the firebox is practically zero. The induced draft fan 
is set over the boiler and inserted between the econo- 
mizer and breeching. It is driven by a 60-hp. motor. 
The forced-draft or stoker blast is supplied by a blower 
installed behind the furnace. It is driven by a 100-hp. 
motor and was designed to give a pressure equal to 
614 in. of water. Hand regulation of the dual draft 
arrangement is employed to gain the proper propor- 
tions of fuel and air. 

The boilers are equipped with Westinghouse under- 
feed stokers with fourteen retorts per boiler. Steam 
is supplied at 250 lb. pressure and 250 deg. superheat. 
All boiler settings are incased in steel to prevent air 
leakage, and each boiler is equipped with a Diamond 
Power Specialty Company soot cleaner. 

The two pairs of boilers on opposite sides of the firing 
aisle which go to make up a single bank are intercon- 
nected by means of a steam pipe which is carried over 
the aisle up close to the roof, in order to clear the 
crane-way. This connects with a steam header which in 
turn connects with the turbine. These headers for the 
separate banks of boilers are connected together to 
allow interchange of steam from the boilers of one unit 
to the turbine of another unit. An arrangement which 
provides an extra large furnace and insures a good 
combustion of fuel is brought about in the boiler set- 
ting by placing the drum 264% ft. above the firing-aisie 
floor. 

Coal is supplied to the stokers from the bunkers along 
the front of the boilers by gravity. The underfeed type 
stokers were chosen for use in the Windsor plant be- 


draft fan through a breeching which connects three 
boilers to a steel stack 13 ft. in diameter and 146 ft. 
high above the boiler-room floor. With the gases actu- 
ated by both the induced and forced drafts, a practically 
balanced draft condition may be maintained. 


METHOD OF HANDLING COAL 


One of the interesting features in connection with 
the boiler end of the plant is the plan which has been 
utilized for the handling of coal and ashes. 

Coal is secured under a long-term contract from a 
mine owned by the Richmond Coal Company, situated 
about 2000 ft. from the power house. The mine cars 
bring the coal out of the mine and dump it into a 
crusher which delivers the coal into bunkers below, from 
whence it is drawn by gravity into standard-gage, side- 
dump cars. These cars, owned by the central station 
company, are then taken into the power house on a 
track which extends underneath the boiler-room firing- 
aisle floor, where the coal is dumped into a concrete pit 
extending the entire length of the boiler house. The 
fact that these cars are standard gage is considered im- 
portant, since in an emergency it will permit the ship- 
ment of fuel from other mines without transferring 
from one car to another. 

The pit underneath the firing aisle measures about 35 
ft. wide by 24 ft. deep below the tracks, and extends the 
entire length of the boiler room. Its capacity is about 
2500 tons. From this pit the coal is lifted by means 
of a 3-yd. grab bucket and overhead traveling crane, 
weighed by a device on the crane and dumped into the 
individual koppers serving each boiler. This scheme of 
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Saving Fuel Through Operating Economies 


Committee of Engineers Shows How More Than 25,000 Tons 
of Coal Can Be Saved Yearly on Washington Electric Railways 


HE Electric Railway War 

Board has just made public 

the text of the report made 
last December by the committee 
appointed io investigate the fuel 
Savings possible on the limes of 
the Washingion Railway & Elec- 
tric Company, and the Capital 
Traction Company in Washing- 
ton, D. C. The experis who pre- 
pered the report comsisted of 
Clarence Renshaw and M. B. 
Lambert of the Westinghouse 
Electric & Manufacturing Com- 


Coal Savings Possible 

The report by Messrs. Renshaw, 
Lambert and Layng estimates that 
an annual saving in coal of 25,790 
toms could be made by the Wash- 
ington electric railways, as follows: 


modify: 
img rapid-transit stops.... 600 
Eliminating umnmecessary 
mileage in non-rush hours. 3,220 
Reducing heat 50 per cent.. 2,250 


advocated in the report would con- 
serve fuel and energy, as esti- 
mated, while the rapid transit 
facilities afforded the public in 
the district should be improved 
because of the decreased time re- 
quired to make each trip. Mr. 
Brownlow expressed the belief 
“that changes of the nature sug- 
gested can be put through so as 
to effect savings at least as great 
as those indicated.” 

The report of the committee is 
substantially as follows: 


pany, and J_ F. Layng of the Gen- 
eral Electric Company. The com- 
mittee’s recommendations involve 
the use of skip, or stagger stops, 
the elimination of such car-mile- 
age as cam be spared without 
hardship io the public, the reduc- 
tion of heat im cars, the operation 
@i the most cconomical power 
houses or power plants, and the 
Staggering of ofmee hours of government departments. 
The War Board also made public an indorsement of the 
report dated Jan. 3 2nd signed by L. B. Stilwell, W- F- 
Durand and Comfort A. Adams, as members of a sub- 
committee of the National Research Council, also letters 
from John A. Beeler and Louis Brownlow, consulting 
engineer and chairman respectively, of the Public Util 
ities Commission of Washington, to whom the report 
had been submitted. Mr. Beeler, writing under date of 
Jan. 7. said there was no question in his mind but that 
the proper and intelligent application of the methods 
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‘handling the coal permits of the storage of a rather 


Jarge quantity of fuel within the power house without 
great expense, since if was possible to comstruct the 
storage bim of comereie rather than of steel A large 
‘cnal-storage yard will be provided near the plant in the 
near future. 

A standard-gage track underneath each row of boil- 
ers permits of the dumping of ash from the hoppers 
under the furnsces directly into dump cars for removal. 
“This arrangement is clearly shown in the cross-section 
af the plant. a 

Owing to the necessity of radiating great quantities 
‘ef heat from the large turbime units the design of the 
‘power house was made especially liberal with regard 
to Hight and sir. The lerge amount of heat radiated is 
saved im part, however, br conducting the warm air 
from the generators to the basement ef the boiler room, 
“where it is taken up by the stuker fans and delivered 


Shutting down small plants 
te effect the same load re- 
duction as would carrying 
ali Capital Traction Com- 
pany’s lead by Potomac 
Power Company 


Staggering office hours of gov- 
ernment departments .... 


The Washington Railway & 
Electric Company (the Potomac 
Power Company) averaged dur- 
ing the year ending October, 1917, 
approximately 9500 tons of coal 
per month with an economy of 
approximately 1.9 Ib. per kilowatt- 
hour, and generated an average of 
approximately 11,000,000 kw.-hr. 
per month. About 52 per cent of 
this output was used for lighting, 13 per cent for the 
three interurban railways (W. B. & A., W. & Va. and 
W. & O. D.) entering Washington, and 35 per cent for 
the city and suburban lines of the Washington Railway 
& Electric Company. 

The Capital Traction Company, at its Georgetown 
power house, averaged approximately 2800 tons of coal 
per month with an economy of approximately 2.6 lb. 
per kilowatt-hour, and generated an average of approx- 
imately 2,200,000 kw-hr. per month. At its Chevy Chase 
power house it averaged approximately 460 tons per 


Im the early construction stages of the building the 
difficulty of securing a solid footing under the boiler 
room and switch house was met by sinking caissons. 
Tt is interesting to note, however, that it was unneces- 
sary to carry out this method of construction beneath 
the remainder of the station, since it was possible to 
utilize the walls and foundations of the deep condenser 
wells and imtake crib to support the superstructure. 
The condenser well walls also serve the further purpose 
of foundations for the turbo-generators. 

Sargent and Lundy, consulting engineers, of Chicago, 
were the designers of the Windsor station, and they 
also have charge of the construction work. The high- 
tension yard of the American Gas & Electric Company 
was engineered and constructed by the Electric Bond & 
Share Company. The sub-contracts for the building 
foundations, high tension yard foundations, and the 
railroad trestle foundations were all awarded to the 
Foundation Company of America. The sub-contractor 
for the steel work was the Riverside Bridge Company. 
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month with an economy of 4.1 lb. per kilowatt-hour, 
and generated approximately 240,000 kw-hr. per month. 
The entire output of both of these stations is used for 
railway purposes. 

Owing to the way in which the streets are laid out 
in Washington street corners occur at very irregular 
intervals. Not only are some corners very close to- 
gether, but the average number of street corners per 
mile is high. Assuming the Georgetown line of the 
Washington Railway & Electric Company to be typical, 
the possible stopping points average about thirteen per 
mile, and even in the non-rush hours it is considered 
necessary to make a large proportion of these stops. 
Observations on several city lines in the middle of the 
day showed that the cars were making from 8.6 to 9.5 
stops per mile. While owing to the limited time the 
committee did not personally investigate the suburban 
lines, it is understood that the number of stops on 
these, considering the character of the lines, is propor- 
tionately excessive. 

A peculiar custom in Washington is the making of 
what are called “fire stops.” In front of the buildings 
in which fire protective apparatus is housed and before 
crossing certain streets which are commonly used by 
fire apparatus the cars are required to stop. The cars 
of the two companies make approximately 53,000 of 
these stops every day. :Some of these fire stops would, 
of course, have to be made in any case to take on or 
let off passengers, but assuming that one-half of them 
would have to be made for this reason, even if the fire, 
ordinance was not in effect, it is estimated that the 
coal consumed by making the other half of these fire 
stops is at least 880 tons per year. 

In order that any rational skip-stop plan may be put 
in effect, it will be necessary to eliminate these fire 
stops. From a rough study of the Georgetown line of 
the Washington Railway & Electric Company, it is 
estimated that the number of stopping points on the 
various lines can be reduced approximately 40 per cent, 
and that the number of stops made will then be re- 
duced approximately 25 per cent as compared with those 
made at present without any hardship to the public. 
This reduction in the number of stops should effect a 
saving of at least one-eighth of the coal used for rail- 
way purposes, equivalent to 780 tons per month, or 9400 
tons per year. 

Even on the basis assumed, the number of stopping 
points on city lines still would be a little more than 
eight per mile, or slightly less than 660 ft. apart. 
Even allowing for some irregularity, no persons on this 
basis should have to walk more than about 400 ft. be- 
yond the point to which he would go at present (the 
average would be very much less than this). Even this 
maximum distance would mean a walk of only 144 
minutes. 

The committee believes that the use of skip stops in 
Washington would effect great improvement in the ser- 
vice and greatly reduce the street congestion. 

In most cities where the skip-stop plan is used no 
stops are skipped in the downtown district. In Wash- 
ington, however, it is very necessary and desirable to 
skip stops in this district and the outlying ones, and the 
above estimate has been based on doing this. 

Another practice which is noticeable in Washington 
is the way in which a car will often make two or even 
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three stops at a single corner. If one car has stopped 
at the corner a second car will often stop behind it. 
This car will not take on or let off passengers, however, 
but will wait until the first car moves on and will then 
pull up to the corner to load or unload. Under such 
circumstances, the second car should take on or let off _ 
its passengers at the original stop behind the first car 
and it should then go on when ready without stopping 
at the corner. 

It is also the custom to svop all cars at rapid-transit 
crossings. The committee suggests that at such cross- 
ings one or the other line have right of way and that 
under normal circumstances the cars should merely 
slow down instead of actually stopping. 

It is difficult to estimate just what the above two 
changes would save, but the saving would amount to 
at least 600 tons per year, and in combination with the 
skip-stop plan would give a total saving of 10,000 tons. 


ELIMINATION OF UNNECESSARY CAR-MILEAGE 


While short-line or turn-back cars are employed to a 
considerable extent in Washington, there seems to be 
a tendency, as in other cities, to run an unnecessary 
number of cars to the far end of certain lines, in some - 
cases giving six-minute headway where ten or twelve- 
minute headway would be sufficient. A considerable 
saving in coal can be effected without any hardship to 
the public by eliminating this unnecessary service. 

On the Capital Traction Company’s lines, for in- 
stance, during the non-rush hours one-half the Colo- 
rado Avenue cars of the Fourteenth Street line could 
be turned back at Decatur Street, and on the other end 
could be turned at First and B Streets. It is also be- 
lieved that all of the cars of this line which now run 
to Decatur Street could be turned back at Park Road. 
Further the F and G Street cars of the Pennsylvania 
Avenue line could run only between Twenty-sixth Street 
and Pennsylvania Avenue, N. W., and First and B 
Streets, S. E. One-half the Eighth and F Street cars 
of the Georgetown line could be run to Union Station 
only instead of to Eighth and F Streets. In addition 
to the above, there are certain savings which could be 
made in the early morning and late evening hours. 

On the lines of the Washington Railway & Electric 
Company the committee did not pick out specific cases, 
but assumed that the same proportion of the total daily 
mileage could be eliminated in a similar way. 

The elimination of this unnecessary mileage would 
save approximately 1300 tons of coal per year for the 
Capital Traction Company and 1920 tons for the Wash- 
ington Railway & Electric Company, or a total of 3220 
tons. In addition some dead mileage could be saved 
during the rush hours, but no attempt was made to es- 
timate the extent of this. 

The difference in the average energy consumption 
per car-mile for the seven) months in which heat is 
used as compared with the’ five months in which heat 
is not used is 0.58 kw.-hr. per car-mile for the Wash- 
ington Railway & Electric Company, and 0.4 kw.-hr. 
for the Capital Traction Company. Assuming that 85 
per cent of this difference is due to the use of the heat- 
ers, the total coal for heating purposes is 4500 tons per 
year for the two roads. 

A test made by the Capital Traction Company on 
Dec. 5 showed that the output of its plant during the 
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rush hours (7.30 to 10 a. m. and 4 to 7 p. m.) was 
approximately 36.5 per cent of the output for the day. 
Using this figure for a basis, it is assumed that the 
car-mileage during rush hours is roughly one-third of 
the total. The heat used during rush hours should, 
‘therefore, require approximately 1500 tons of coal per 
year, and by eliminating the heat entirely during this 
period and using it as at present during the remaining 
time this amount of coal should be saved. 

If, instead of cutting off all heat during rush hours, 
one-half the heat were cut off for the entire day, the 
Saving would be approximately 2250 tons of coal per 
year instead of 1500 tons. The committee believes 
that if reasonable judgment is used and competent su- 
pervision is given to the matter of cutting off heat, 
instead of working on an entirely arbitrary basis, 
one-half of the coal now used, or 2250 tons per year, 
can be saved, with practically no discomfort to the 
public. 


OPERATION OF Most ECONOMICAL POWER HOUSES OR 
f POWER PLANTS 


As already indicated, the Washington Railway & 
Electric Company, on account of the much greater 
capacity of its station and the higher load factor of its 
output, is able to operate with 1.9 lb. of coal per kilo- 
watt-hour as compared with 2.6 lb. and 4.1 lb. respec- 
tively for the two stations of the Capital Traction Com- 
pany. If the entire load could be carried by the Wash- 
ington Railway & Electric Company’s plant and the 
others shut down a considerable saving in coal would 
result. Making suitable allowance for losses in trans- 
mission, the saving in coal from shutting down these 
plants is estimated at approximately 2300 tons per year 
for Chevy Chase and 7400 tons per year for George- 
town, a total of 9700 tons. 

To permit the stations of the Capital Traction Com- 
pany to be shut down, however, would require the pur- 
chase of rotary converters with transformers, etc., for 
the Chevy Chase plant as well as the building of certain 
high-tension lines. The capacity of other high-tension 
lines would have to be increased. Some of these would 
be underground lines and would require new ducts as 
well as new feeders. 

The Capital Traction Company’s power houses, al- 
though less economical than those of the Washington 
Railway & Electric Company, are still very efficient. 
The difference in the unit coal consumption is brought 
about by the smaller size of the power stations and also 
because the load factor is that of a purely railway load 
as against that of a combined railway and lighting 
load on the other plants. In Washington there are 
many plants which are now operating in hotels, gov- 
ernment buildings and elsewhere which are reported to 
require 8 to 10 Ib. of coal per kilowatt-hour. Many 
of these plants are already provided with Washington 
Railway & Electric Company’s service and use this ser- 
vice during the summer. A much more rational plan 
for conserving the coal supply of the nation therefore 
would be to shut down these small plants rather than 
that of the Capital Traction Company. It might even 
be desirable to use the plants of the Capital Traction 
Company to supplement the Washington Railway & 
Electric Company’s plants, and thus provide more 
power, as the Capital Traction Company’s plants are 


not fully loaded. This would permit the shutting down 
of more small uneconomical plants than would other- 
wise be possible. 

The committee understood that the coal burned by 
the total of such plants in the city is much greater 
than that of the Capital Traction Company. To be con- 
servative, however, there was included in the summary 
of coal which can be saved only the amount which could 
be saved by eliminating the power stations of the Cap- 
ital Traction Company (9700 tons), although it is the 
“dea that this would be saved not by shutting down 
these stations but as indicated above. 


STAGGERING OFFICE Hours OF GOVERNMENT 
DEPARTMENTS 


From the best information available there are nearly 
50,000 government department employees who are dis- 
missed each day at 4.80 p. m. The two railway com- 
panies together operate 271 cars during the midday 
non-rush hours, the number being gradually increased 
to 390 at 4 p. m. and to a maximum of approximately 
545 at 5 p. m. There is thus an increase of 155 cars 
after 4 p. m. which can, in a general way, be attributed 
to the necessity for carrying the department em- 


ployees. 


At present it seems probable that most of these 155 
cars make only about two round trips. If the office 
hours were staggered so as to begin at fifteen minutes 
intervals from 8.30 a. m. to 9.15 a. m. and to close cor- 
respondingly from 4 p. m. to 4.45 p. m., considerable 
relief could be obtained in street congestion and a sav- 
ing effected in coal. At the same time the committee 


_believes that the change would not be so radical as to 


cause hardship to the employees or to interfere with 
the necessary relations between the several depart- 
ments or between the general business community and 
the departments. 

It is estimated that on such a basis the rush-hour 
cars could make three trips instead of two, and that 
100 additional cars would be sufficient for carrying the 
load on the same basis as it is now carried by the 155. 
Thus the peak load of the Capital Traction Company, 
would be reduced at least 10 per cent, or about 900 kw., 
and that of the Washington Railway & Electric Com- 


-pany lines about 1470 kw. With this reduction in peak 


loads there would be less coal required for carrying 
banked boilers, estimated roughly at 620 tons per year. 
It might, of course, be that the railway: companies 
would want to operate a greater number of cars than 
the above in order to carry the people more comfortably 
than at-present and to lose fewer fares from crowding. 
If this were done the gain obtained would be in the 
shape of better service rather than in a saving of coal. 

By staggering the office hours a greater amount than 
this the saving might be increased somewhat, but any 
greater staggering would interfere too much with the 
business of the departments and the lives of the em- 
ployees to be feasible at the present time. 


SUMMARY 


Summarizing the above, the total weight of coal 
which the committee believes can be readily saved by 
changes in the operation of the two railway systems, 
which could be easily effected without impairing the 
service to any appreciable extent, and by staggering 
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the office hours of the government departments by an 
amount sufficiently small to be easily practicable, is as 
follows: 


Source of Saving 


Tons Per Year 
Skip-stop plan 


Double berthing and modifying rapid-transit stops..... 600 
Eliminating unnecessary mileage in non-rush hours. 3,220 
Reducing heat 50 per COTE. ae eS ee 2,250 
Shutting down small plants to effect the same load re- 
duction as would carrying all Capital Traction Com- 
pany’s load by Potomac Power Compa ying estes cet 9,700 
Staggering office hours of government departments.... 620 
POC waite ahern tevedinereoithe bot r¥ ieio, Sieh enol oxen MeRaeer ir) aceon aes 25,790 


If heat is shut off during peaks instead of being re- 
duced 50 per cent all day, the saving would be 1500 
tons instead of 2250, and the above total would be cor- 
respondingly reduced. 


Rochester Lines Save Coal 


Through Co-operation of Chamber of Commerce and 
Local Fuel Administrator, Various Operating 
Economies Are Introduced 


By JAMES F. HAMILTON 
General Manager New York State Railways, Rochester Lines 
GOOD example of what can be accomplished by co- 
operation is shown by the results attained on the 
Rochester Lines of the New York State Railways in 
the efforts lately made towards conserving fuel. 

The ELECTRIC RAILWAY JOURNAL has already men- 
tioned the appointment, on Jan. 3, by the Public Sery- 
ice Commission, Second District, State of New York, 
of a committee to study the possibilities of fuel con- 
servation on electric railways, as well as the recommen- 
dations drafted as a result of a meeting of this com- 
mittee in Rochester on Jan. 10. These recommenda- 
tions were in turn forwarded to all the railway com- 
panies in New York State under the Public Service 
Commission, Second District. 

In starting action in the city of Rochester the com- 
pany realized that any efforts it might make would be 
futile unless it had the support and co-operation of the 
directors of local industry and commerce. The Roches- 
ter Chamber of Commerce and its energetic secretary, 
Rolland B. Woodward, presented the means by which 
this co-operation could be secured. In fact, to Mr: 
Woodward and Local Coal Administrator M. R. Miller, 
also a member of the Chamber, are due the real credit 
for the steadiness and speed with which the electric 
railways and the industries of Rochester were induced 
to work uninterruptedly toward the same economic end. 
It also must be recorded that every meeting held by the 
Chamber of Commerce for this purpose was unanimous 
in its action, and this could not have taken place un- 
less the executive heads of all of Rochester’s great in- 
dustries had been unselfishly anxious to assist. 

As a preliminary to effective action, the Chamber of 
Commerce appointed a committee under the chairman- 
ship of J. T. Hutchings, vice-president of the company 
which furnishes Rochester with its electrical power as 
well as gas, who at once started the work of the com- 
mittee. 

To the end of reducing the number of cars operated 
in the rush hours, a study was made as to the location 
of all the factories, manufacturing plants, department 
stores, etc., as to the number of persons employed in 


them and as to their requirements as regards street car 
service. 

The city of Rochester is peculiar in the fact that its 
geographical and business centers practically coincide. 
Most of the transferring from one line to another is 
done in this common center. It was soon learned that 
the opening and closing time of the various indus- 
trial plants, stores, etc., was the important factor to 
be considered. 

Within twenty-four hours, a tentative schedule was 
made whereby the opening and closing time was stag- 
gered in such a manner as to permit cars to secure 
full complements of passengers at both ends of their 
routes. This change in schedule received the ready 
support and co-operation of all interests and has been 
in effect fourteen days. It has enabled the company 
to discontinue the use of twenty cars during the morn- 
ing rush hours and thirty cars during the evening rush 
hours. The accompanying table shows the actual hours 
adopted. ; 


SAVING IN HEAT AND LIGHT 


Another surprising result which has been attained 
has -been the saving of from 30 lb..to 50 lb. of coal per 
car per day ordinarily used to heat the cars, making a 
total saving of approximately 225 tons per month. All 
cars on the Rochester system are equipped with coal 
boxes which were filled each night at the various sta- 
tions by the mechanical department. As the crews of 


STAGGERED Hours OF OPENING AND CLOSING ROCHESTER’S 
INDUSTRIAL PLANTS 
Opening Hours’ Closing Hours 
A. M. P. = 
Industries Previous Present Previous Present 
Symington Mch. Corp., I. Main....7.00 8.00 3.00 4.00 


Ritter Dental Mfg. Co., West Ave. .7.30 7.00 5.30 5.00 
Taylor Instrument Co., Ames St....7.30 7.00 5.30 5.00 
Gleason Works, University Ave..... 7.00 7.00 9.40 5.40 
Symington, Anderson Gun Plant, 

UMM VerSi Ey, cA Ve8 tS Ri oialerete tic tel 00 8.00 5.00 4.00 
Amer. Woodwkg. Mch. Co., Lyell. ..7.00 7.00 5.00 4.50 
Gen. Ry. Sig. Co. (office) West Ave. 8.00 8.00 7.30 5.30 
Stromberg-Carlson Tel. Mfg. ret 3 is 

University “Aven tre wits Jeers lesa .7.00 7.00 9.30 5.00 
Todd Prot. Co., University Ave.... 22125 7.25 5.00 5.00 
Gen. Ry. Sign. Co., West Ave...... 7.00 7.30 Betts 5.45 
Eastman Kodak Co, (1st section), 

Bite Awe ape cone eet rere nal teed 7. 7.10 5.25 4.55 
Bausch & Lomb Op. Co., St. Paul. ..7.30 7.30 5.30 5.30 
Eastman Kodak Co. (2nd section), 

Wake cA yew aetna tee ber aeam aot 7.30 7.10 5.30 5.15 
Eastman Kodak Co, (38rd A oe 

LOKG SAVE: Boss a cisttues Sale eh i 7.30 5.30 5.25 
Eastman Kodak Co. (4th section), 

Ta KGRAVE: aes ae cone essere eee ee 0 7.30 5.30 5.30 
Bastman Kodak Co. to Charlotte. a 30 7.30 5.30 5.15 
Rochester Folding Box Co., Char- 

LOthe cowie dicate cp eRe oie ge ee ome 7.30 7.30 5.30 5.45 
Retail StOvesin eas ascot steuemerte oieeerare 8.30 9.00 6.00 6.00 
Clothing manufacturers.......... us i 7.30 { oat i 4.45 


cars then filled the stoves whenever they deemed it 
necessary, more coal was consumed than was abso- 
lutely required. 

The saving in coal mentioned was accomplished by 
locating coal boxes at certain points on the system and 
stationing a man at each location, assigned with the 
duty of seeing that sufficient coal is placed on fires in 
such cars as passed his station. This arrangement 
caused the fires to be coaled at regular intervals and 
by proper supervision the former waste was eliminated. 

Another material result was attained in the saving 
of coal by following the recommendations of the com- 
mittee in the matter of lighting cars. By minor 
changes in the wiring of our cars involving a very 
slight expense, we have succeeded in reducing by ap- 
proximately 50 per cent the amount of electric cur- 
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Indiana Freight Rates Up 15 Per Cent 


Commission Recognizes Superiority of Interurban 
Service—Shows Comparative Steam and Inter- 
urban Costs—Allows Emergency Rates 


NOTHER important decision just handed down by 

the Indiana Public Service Commission concerns 
charges for freight haulage. In its ruling of Jan. 18 
the commission placed the interurbans of the State 
on an equality with the steam railroads as to freight 
rates. Although evidence at the hearings showed con- 
clusively that the interurban cost of freight carrying 
is higher relatively than that of steam railroads, still 
the new rates will mean much to the traction systems. 
The increases amount to approximately a 15 to 20 per 
cent—and in some cases more—advance over former 
rates. The new rates also make for greater uniformity 
and less discrimination than did the old rates, estab- 
lished in 1908. 


COMPARATIVE COSTS 


A study of the compilations made by respondents 
regarding the terminal and road haul costs, the com- 
mission said, showed a surprising difference in operat- 
ing cost as between interurban railways and steam rail- 
roads. In the commission’s opinion, it is reasonably 
fair to assume that the average of less-than-carload 
revenue and cost is represented by third class. It, no 
doubt, varies on different interurban lines, but it is a 
sufficiently average approximation to warrant its use in 
rate computations. 

A comparison of the third-class rates, as shown by 
the cost figures of respondents, with the third-class 
intrastate rates for steam railroads, shows that the 
operating cost of handling classified freight is less to 
interurban railways than to steam railroads for dis- 
tances of less than 50 miles, and considerably greater 


(Concluded from page 270) 


rent used for lighting the cars. Although a noticeable 
change was made in the illumination of the cars, it 
cannot be claimed that our cars are unsafely lighted 
now, for no changes were made in the lighting of plat- 
forms or vestibules. At the same time, many pounds 
of coal will have been saved. 


SAVING IS 100 ToNS A DAY 


The economies cited resulting from the reduction in 
the heating and lighting of cars, the staggering of the 
hours of industrial plants and the consequent increase 
of the load factor of our power stations, made a sav- 
ing of approximately 17 per cent, or 100 tons of coal 
per day, and it is expected that a still better showing 
may be made in the future by additional economies of 
a similar nature. 

We did not find it advisable to inaugurate the skip- 
stop or stagger stop on our lines because of local con- 
- ditions, but the study conducted on this plan has re- 
sulted in the elimination of a number of non essential 
stops. 

It is with pleasure that I state that our employees 
are co-operating in every way possible in the fuel con- 
servation movement and that we are receiving the 
hearty support from the manufacturing industries, the 
city officials, our Chamber of Commerce and other civic 
bodies. 


for distances above 50 miles, as shown by the accom- 
panying table. 

The interurban figures in this table represent the 
third-class rates justified by respondents’ cost figures, 
if applied on an assumed operating ratio basis of 60 
per cent. The figures in the last column represent the 
third-class rates authorized by the commission for steam 
carriers operating intrastate. 

The hearings showed that the cost of equipment used 
by the interurbans in rendering freight service is very 
much greater per unit than is the cost of equipment of 
the steam roads. The record is also conclusive to the 
minds of the commission that the volume of business 
carried is very much less in the case of the interurban. 
Both of these matters demand consideration of greater 
investment in rendering service. 


SUPERIORITY OF INTERURBAN SERVICE 


Laying aside analysis of costs and return on invest- 
ment, however, the commission stated that uppermost 
in its mind was the question of the justice of requiring 
the interurban railways to render at a lower rate the 
same service as that rendered by the steam railroads, 
if not better. The record indicated that the service of 
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this character rendered is not only equal but superior 
to that of the steam railroads. The superiority of inter- 
urban freight service, the commission said, is quite gen- 
erally recognized by shippers and commissions. 

In conclusion the commission stated that it would 
not be able, in all probability, to justify the new rates 
for operation during normal times. It would, therefore, 
deal with the interurbans as it did in its recent order 
for the steam railroads, by putting into effect “war- 
time emergency rates,’ these to be limited to a period 
of one year from the date of order. Present abnormal 
operating costs are thought by the commission to be 
temporary. 

The companies covered by the order are the Terre 
Haute, Indianapolis & Eastern Traction Company; Ohio 
Electric Railway; Union Traction Company of Indiana; 
Indianapolis & Cincinnati Traction Company; Chicago, 
South Bend & Northern Indiana Railway; Southern 
Michigan Railway; Fort Wayne & Northern Indiana 
Traction Company; Fort Wayne & Decatur Traction 
Company; Interstate Public Service Company; Louis- 
ville & Northern Railway & Lighting Company; Louis- 
ville & Southern Indiana Traction Company; Indiana 
Railways & Light Company, and Indianapolis & Louis- 
ville Traction Railway. 


The Missouri Public Service Commission has issued 
a 163-page booklet, giving in the form of annotations, 
of sufficient thoroughness to serve as a digest, a com- 
plete statement of the points ruled upon in formal adju- 
dications affecting the public service commission law of 
that State. At the close of the work appears a table of 
cases, arranged according to reports, volumes and 
pages, from which the case title of any decision shown 
can be readily obtained. 
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Public Control; Guaranteed Dividend; Higher 
Fare for Rehabilitation 


Massachusetts Public Service Commission Recommends to Legislature Plan Whereby 
Stockholders, Car-Riders and Taxpayers Can Help to Restore Boston Elevated Railway— 
In Report on Operation Mr. Beeler Points Out Possible Operating Economies of $1,200,000 
a Year—Says System Needs $2,700,000 for Rehabilitation Annually for Five Years 


HE transportation system of the Boston Elevated 

Railway is not meeting the public needs, for the 

property has not been kept in good, modern op- 
erating condition, the net earnings are shrinking, 
the service is poor and the credit is gone. Such is the 
opinion expressed by the Massachusetts Public Service 
Commission in a special report on Feb. 2 to the State 
Legislature.* 

In order to avoid a receivership, the commission rec- 
ommends the adoption of public control and the use of 
public credit. It would, in short, have the stockholders 
place the property in the hands of trustees representing 
the public, and then have the municipalities served 
guarantee a 5 per cent dividend for two years and 51% 
per cent thereafter. The sale of the Cambridge Sub- 
way to the Commonwealth would provide $9,000,000 of 
new funds. The ordinary. costs of service would be met 
by a 5-cent fare, deficits being covered by the municipat 
guarantee. An extra cent, however, could be charged 
by the trustees in order to meet the extraordinary costs 
of depreciation and rehabilitation. The commission is 
preparing a draft of the necessary legislation to ac- 
complish these changes. 

In the commission’s opinion, such a plan has the 
advantage over any other that has been suggested for 
these reasons: 

“Tt definitely establishes the status of investors. It 
creates public confidence in the administration of the 
company’s affairs, and conditions favorable to the ef- 
fecting of all feasible operating economies. It pro- 
vides, at relatively low cost, a sure source of new cap- 
ital. It takes care of depreciation. It makes possible, 
without inflation, whatever rehabilitation of the prop- 
erty is practicable under present conditions. It dis- 
tributes the burden in the emergency fairly between 
car-riders and the whole community, and it makes it 
certain that any increase in fares which may be made 
will be used to’ insure better service at lower operating 
cost.” 

The commission’s report is submitted in two parts— 
the first containing a statement of the essential facts, 
and the second discussion and recommendations. The 
first part covers the organization of the company, its 
finances and rate of return, and similar basic facts. 
Expenses and charges during the last two years, it is 
shown, have been increasing at a faster rate than 
earnings, and this tendency has been even more marked 
in the months since June 30, 1917. And during the 
coming year, it is said, the situation is likely to grow 
worse. 

The first part also includes a summary of a report by 
John A. Beeler in regard to management and operation. 


Shortly after the Public Service Commission was au- 
thorized on June 15, 1917, to continue the study of the 
Boston Elevated Railway, it engaged Mr. Beeler to 
make a special investigation. Mr. Beeler’s examination 
began in July and ended in November. His report, con- 
stituting with exhibits a printed book of 279 pages, 
has now been made public in connection with the com- 
mission’s own report. 


Mr. BEELER CRITICIZES EQUIPMENT AND TRACK 


In summarizing Mr. Beeler’s report the commission 
notes the following conclusions in regard to physical 
property: Mr. Beeler finds the rapid transit track in 
good condition, but the surface tracks are in poor shape. 
He says: “There are miles of rails that are crooked, 
broken, patched, repatched and welded, with joints that 
have been cupped, built up, hammered out and built up 
again. The general condition is, in fact, bad. ‘Slow 
orders’ are now in effect covering 34 miles of main line 
track.” 

Rolling stock is in about the same condition. In 
Mr. Beeler’s opinion, “outside of the comparatively few 
stepless, center-door cars, which are modern, efficient 
and attractive in every respect, the equipment on the 
streets of Boston is either semi-obsolete or completely 
so.” Most of the surface cars, judged by modern 


*The present report of the Massachusetts Public Service Com- 
mission to the State Legislature originated in this way. As a 
result of the plea of the Boston Elevated Railway for financial 
relief, a special recess commission was organized by legislative 
resolution about the middle of 1916 to report to the Legislature on 
the needs of the. property. The commission was composed of the 
Lieutenant-Governor of the State as chairman, the President of 
the Senate, the Speaker of the House, two members of the 
Senate, four members of the House, and the full boards of the 
Public Service Commission and the Boston Transit Commission. 

After long and careful consideration- of the company’s brief, 
abstracted in the ELEcTRIC RAILWAY JOURNAL of Sept. 30, 1916, 
the special commission on Feb. 1, 1917 (BH. R. J. Feb. 10, 1917), 
recommended that the Legislature grant certain measures of 
relief which did nct involve any direct burden on the public. 
These measures included abolition of the compensation tax and 
State acquisition of the Cambridge Subway. The commission 
noted certain objections to a fare increase and recommended that 
action be deferred. It suggested that the Public Service Commis- 
sion investigate and report by February, 1918, upon the company's 
efficiency of management and that the Boston Transit Commis- 
sion report at the same time upon the prospective rapid transit 
needs for the next decade. ; eae 

The most important recommendation of the special commission 
—namely, State acquisition of the Cambridge Subway—was not 
adopted by the Legislature because of executive opposition, Cer- 
tain lesser recommendations, tending to improve the financial con- 
dition of the company, were followed, and provision was made by 
special legislative act for further inquiry by the Public Service 
Commission along the lines above indicated. The report now 
made by this body should, therefore, be regarded as a continuation 
of and supplement to the report of the special commission In 1917. 

The 1917 report of the special recess commission and the present 
renort of the Public Service Commission deal with the electric 
railway situation only in Boston. These reports should not be 
confused with one under way for the whole State of Massachu- 
setts. By legislative resolution a “street railway investigation 
commission” was created near the middle of 1917 to study the 
general problems of electric railway administration and financing 
and to report to the 1918 Legislature. The report of this body, 
just presented and briefly described in the News Section this week, 
indorses a service-at-cost plan suggested by Massachusetts invest- 
ors. The approval of this plan, for State-wide use, by the Public 
Service Commission was noted in remarks of Chairman Wied, 
Macleod reported in the HLectric RAILWAY JOURNAL of Feb. 2. 


February 9, 1918 


standards, are uneconomical and inefficient. Many of 
them are in need of paint and have not been kept clean 
or in good repair. The wooden cars on the rapid tran- 
sit lines are “fast approaching the day when they 
should be retired and all-steel cars substituted.” Ser- 
vice on these lines is frequently interrupted by equip- 
ment defects. 

Power stations and apparatus on the whole are in 
excellent condition. Many of the other buildings, how- 
ever, are not well suited for present railway use, some 
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now being received will reach the end of their useful- 
ness in twenty-two years, or that the new power sta- 
tion in South Boston will be ready for the scrap heap 
at the end of twenty-five years. 

The general conclusion of the commission is that Mr. 
Beeler’s estimate is generous. It represents a standard 
which a company might well maintain in times of pros- 
perity, although the commission is inclined to believe 
than it would prove, in practice, somewhat higher than 
necessary to keep the property in reasonably modern 


of them being inheritances from 
horse-car days. Carhouses and 
shops are widely scattered and 
often of unsatisfactory design. 
“A material reduction in the cost 
of maintenance could undoubt- 
edly be made by new shops and 
consolidation of departments,” if 
the company’s financial condition 
warranted the expenditure. 

Mr. Beeler’s findings in regard 
to the physical condition of the 
Boston Elevated Railway, briefly 
indicated above, are said to be 
largely confirmed by the commis- 
sion’s own inspectors. Further- 
more, it says that it does not un- 
derstand the company to contest 
their general accuracy. 


Proposed Relief for 
Boston Elevated 


Municipal guarantee of 5 per 
cent dividend for two years and 514 
per cent thereafter. 

Control by board of trustees 
representing public. 


$9,000,000 of new money through 


purchase of Cambridge Subway by 
Commonwealth. 


Deficit below ordinary. costs of 
service under 5-cent fare to be met 
by municipal guarantee. 


Six-cent fare chargeable at will 
of trustees, the extra cent going 
into a fund to meet extraordinary 
costs of providing for depreciation 
and rehabilitation. 


condition. As long as war-time 
conditions prevail, it would be 
consistent with the public inter; 
est not to require so high a stand- 
ard to be maintained. If the 
company were able to appropriate 
one-half as much for depreciation 
as Mr. Beeler estimates, it would 
be doing far more than it had 
ever done in the past. 

The greater portion of Mr. 
Beeler’s report deals with operat- 
ing conditions. While he consid- 
ers the existing management 
“virile and aggressive’ and has 
high praise for the work of many 
departments, he believes that ser- 
vice can be improved and large 
savings effected in operating ex- 


Mr. Beeler believes that a much 
larger sum should be appropriated 
each year for depreciation. For 
1916 his report places this amount at $2,247,995, or 
about 4.4 per cent of the book value of depreciable 
property. Compared with the expenditure actually 
made for depreciation purposes in that year, the addi- 
tional amount which should have been spent or set 
aside is placed at $1,508,073. 

The company, the commission says, offers no specific 
objection to Mr. Beeler’s estimate of depreciation re- 
quirements. In the commission’s opinion, it is clear 
that depreciation has been neglected. Whether or not 
Mr. Beeler’s estimate is correct, however, is a more 
difficult question. It is not wholly certain, the commis- 
sion states, that past experience may be taken as a 
trustworthy guide for the future. The useful lives 
assumed by Mr. Beeler for the various classes of prop- 
erty are as follows: 


es 18 ee 
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Engineering and superintendence....-..+-+++++s+r555 4 


According to the commission, these lives are similar 
to those usually employed in depreciation estimates and 
take into consideration obsolescence and inadequacy, as 
well as wear and tear. If cars are properly repaired 
they can be made to last almost indefinitely ; but it is 
assumed that at the end of twenty-two years they will 
be obsolete in type and ripe for replacement. The same 
is true of power plants and shops. It is not easy to be- 
lieve, however, that the new and modern cars which are 


penses if certain changes are 

made. Briefly stated, these are 

as follows: 

1. Changes from Surface Car to Rapid Transit 
Operation 

Certain subways and elevated structures are now used 
by surface cars. These are the Tremont and Boylston 
Street subways, the East Boston tunnel, and the ele- 
vated and viaduct from North Station to Lechmere 
Square. By an analysis of operating expense Mr. 
Beeler shows that it is much more costly to operate 
surface cars than rapid transit trains, and the accom- 
modations are inferior. On the other hand, in the case 
of the rapid transit and surface subway lines the over- 
head charges, representing rentals actually paid and a 
return of 6 per cent on the investment, are enormous. 
Out of each $1 of receipts 71.4 cents on the rapid tran- 
sit lines and 79.6 cents on the surface subway lines are 
absorbed for that purpose, as compared with 14.7 cents 
on the street surface lines. The cost of subways and 
tunnels is so great that they ought to be utilized in the 
most efficient way. He therefore proposes to substitute 
trains for surface cars wherever feasible. 

Under his plan, three-car trains would be operated 
from the Kenmore terminal of the Boyston Street sub- 
way to the North Station on a two and one-half minute 
headway during normal hours and a two-minute head- 
way during rush hours. From the North Station the 
trains would go alternately to Lechmere Square over 
the viaduct lines, and to the South Station over the 
Atlantic Avenue line, giving five-minute service during 
normal hours and four-minute during rush hours on 
each. A simple terminal would be built at the Kenmore 
station, and passengers using the Beacon Street and 
Commonwealth Avenue surface lines would transfer at 
this point. Cars now entering the subway at the Public 
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Garden would loop back through Park Square and 
Church Street, passengers transferring to the subway 
trains. Cars now entering the subway at Pleasant 
Street would turn back at the Boylston Street station; 
and cars using the viaduct line, at Lechmere Square, 
where a terminal station would be constructed. 

Mr. Beeler discusses the advantages and disadvan- 
tages of this plan at length and finds that the former 
greatly outweigh the latter. Perhaps the two most 
important advantages are that it would make possible 
a great improvement in the service on the Washington 
Street tunnel line and also go far to eliminate the con- 
fusion and congestion at Park Street. At the latter 
street the present congestion is caused chiefly by the 
cross-currents of passengers seeking cars at different 
berths. The number of seat miles operated through the 
subway would be increased by the proposed plan, and 
confusion would be avoided, since passengers could 
board the first train available instead of waiting for 
some particular car. 

The plan contemplates raised platforms, flush with 
the car floor, at all stations in the Boylston Street and 
Tremont Street subways, and the introduction of the 
third rail. The company will soon have, with the rapid 
transit cars already ordered, sufficient equipment for 
the purpose, and the total expense, including the sta- 
tions at Kenmore and Lechmere Square, is estimated by 
Mr. Beeler at about $400,000. 


2. Changes in Rapid Transit Operation 


Service on the route between Sullivan Square and 
Forest Hills is now impaired by the fact that about 
every fourth train goes over the Atlantic Avenue line, 
instead of through the Washington Street tunnel. 
Crowds collect in the tunnel stations during this inter- 
val, the next train is overcrowded and delayed and the 
entire schedule slowed down. Trains move through the 
tunnel in bunches of three with loads badly distributed, 
while the Atlantic Avenue trains have excess capacity. 
By linking the Atlantic Avenue line with the Kenmore- 
Lechmere Square route, as above described, regular and 
dependable service could be given in the Washington 
Street tunnel. 


3. Changes in Surface Car Operation 


Mr. Beeler finds that from the point of view of the 
average car-rider, the most serious fault in the opera- 
tion of surface cars in Boston is the extremely distorted 
headway on many lines. He recommends a rerouting 
of cars, based on the principles that main lines from 
outlying points should, in general, terminate at the 
nearest rapid transit station; that lines performing 
crosstown service should be maintained strictly as cross- 
town lines, and that lines crossing the congested busi- 
ness district should have the shortest possible routes. 
The rerouting recommended is set forth in detail for 
each district. Mr. Beeler believes that this plan would 
give more efficient service with less of the objectionable 
bunching of cars, and at the same time save a substan- 
tial amount of car mileage. 

A further bad feature of present surface car opera- 
tion is the amount of time consumed in lay-overs at 
the end of runs. Out of every hour eleven and one-half 
minutes are so used, or 19.2 per cent of the total active 
time. Mr. Beeler shows that this is much in excess of 
the percentage in other large cities. In his rerouting 


plan the average lay-over is decreased from eleven and 
one-half minutes to eight and one-half minutes, result- 
ing in an estimated saving of $171,716 per year. 


4. Power and Transportation Economies 


The report states that power, although produced with 
great economy, is now wastefully used. Cars almost 
invariably are started with brakes only partially re- 
leased, and, owing to the manner in which the rigging 
is adjusted, are operated most of the time with shoes 
touching the wheels. Motormen should be taught to 
use the controller properly and to throw off power and 
coast as often as possible. The use of a device for 
measuring efficiency in this direction, properly followed 
up, should result in a saving of about 20 per cent of 
the power consumed. 

The cost of superintendence of transportation is very 


thigh. Mr. Beeler recommends in detail a new and less 


complex scheme of organization eliminating superfluous 
officials and cutting expenses about $100,000 a year, at 
the same time bringing the management into closer 
touch with the men. It contemplates a reduction in the 
number of operating divisions, carhouses and rating 
stations, the merger of the inspection and instruction 
departments, and fewer starters and clerks. 

Station employees in connection with prepayment 
areas cost the company $400,000 in 1916. Mr. Beeler 
believes that many of these are unnecessary, and that, 
by a systematic reduction in the force, a saving of at 
least $80,000 can be effected. 


5. Further Suggestions 


Other opportunities for economy are suggested by 
Mr. Beeler. Minor matters are wasteful methods in 
sanding track and removing snow, and the possible elim- 
ination of certain rapid transit stations which are little 
used. Of more importance is the method of issuing, 
collecting, inspecting and accounting for paper trans- 
fers. Improvements are recommended which Mr. Beeler 
believes will greatly reduce the present transfer abuse, 
thus conserving revenue. Suggestions are also made 
with respect to the methods of handling damage claims 
and in regard to the sale of unused real estate. In the 
case of the employees, the application of the principle of 
seniority to shop work is criticised, and the desirability 
of hearty co-operation between the men and the com- 
pany is emphasized. 


6. Summary of Hstimated Savings 


The estimated savings involved in his recommenda- 
tions are recapitulated by Mr. Beeler as follows: 


Equipment: 
Duerjtor reduced Antlease yy ashes aieves clue ave eaeeanlecnens $91,551 
Power: 
Due to reduced mileage... 0.0. ee ees $52,751 
Due to inereased! coasting. oso we saan sheen 153,099 
id 205,850 
Conducting transportation: } 
Superintendence J $101,604 
Station expense ........, : 80,000 
SMOKINEMCANS) eee sells ars 6,000 
Reduced mileage 456,546 
Reduced layirOversy Wiese crais  aornel «ot aeasinuemederen einen 171,716 
815,866 
Injuries and damages: 
Due to reduced surface mileage..........0ceeeeseee 89,189 
$1,202,456 


It is stated that these savings would be largely due to 
the substitution of rapid transit for surface operating 
methods, and changes made possible thereby. Some of 
them could be made at once on the inauguration of the 
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new service; others, such as the savings incident to 
better use of power, could only be obtained gradually. 
No allowance was made for possible savings under Sec- 
tion 5 above. 


REHABILITATION OUTLINED BY MR. BEELER 


Mr. Beeler concludes his report by stating that exam- 
ination of the physical property, especially rolling stock 
and track, furnishes convincing evidence that the sys- 
tem must pass through a thorough rehabilitation. In 
other words, renewals neglected in the past must be 
made and all abandoned prop- 
erty taken from the accounts. 
If such rehabilitation is not | 
undertaken, he believes that 
the situation can only go from 
bad to worse. 

Assuming that five years 
would be necessary for such 
rehabilitation, he summarizes 
the cost of the work as shown 
in the table below. 

This estimate covers the 
approximate cost of placing 
roadbed and track in good 
average condition; of substi- 
tuting modern, semi-converti- 
ble equipment for most of the 
old box cars and open cars 
now in use, and of improving 
shops and carhouses. The 
making good of impairment 
caused by discarded property 
would be an additional charge 
upon earnings. 

Under Section 10 of Chap- 
ter 500 of the Acts of 1897, the amended legislative act 
under which the Boston Elevated Railway operates, the 
company was restricted from charging more than 5 
cents, but it secured special protection against a reduc- 
tion in the rate. This contract, the commission says, 
was not imposed upon the company against its will. 
Because of it, the company has not been required to 
pay the so-called “commutation” tax imposed upon all 
other electric railway companies or to carry school chil- 
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Cost per year for five-year period 


dren for half fare. On the other hand, the company 
has frequently accepted the provisions of statutes pro- 
viding for new subways or tunnels, although it had the 
legal right, under the terms of the contract, to refuse 
to do so. 

The question which the Legislature asked the com- 
mission is this: Should Section 10 be repealed? It is 
a contract, the commission now replies, which cannot be 
annulled without the consent of the company, but it is 
assumed that such consent will be given if the contem- 


No Ordinary Relief 
Sufficient 


Any of the ordinary methods of providing 
relief would be insufficient. 
merely receives the right to charge a 6-cent 
fare, there is no likelihood, under: present 
financial conditions, that any large amount 
of capital would be forthcoming, except at 
excessive cost, or that any plan of rehabili- 
tation would be adopted which would really 


Unusual conditions demand unusual reme- 
The commission believes that in the 
present emergency private credit and pri- 
vate enterprise are unequal to the task and 
that no fundamental improvement can be 


puts its shoulder to the wheel and pulls the 
Boston Elevated Railway out of the slough 
into which it is rapidly sinking, the burden 
being shared by steckholders, taxpayers and 
car-riders. 
—MASSACHUSETTS PUBLIC 
SERVICE COMMISSION 


plated action is likely to improve the financial position 
of the stockholders. If the contract is to be abrogated, 
however, such action should be taken because the public 
interest makes it necessary. 

In the present case, the commission avers, the public 
need is clear. Physically and financially the transpor- 
tation system operated by the Boston Elevated Railway 
is now below par. The duty of the Legislature, there- 
fore, is to take such steps as are necessary to secure for 
the metropolitan district the transportation facilities 
and service which are essential to its welfare, but, in so 
doing, to impose as small a 
financial burden as possible 
upon the community. 

The plan suggested to the 
Legislature by the commis- 
sion provides for direct public 
control, but at the same time 
retains the advantages of pri- 
vate ownership. It leaves the 
situation such -that at any 
time in the future the present 
status may be restored with- 
out difficulty, if such a course 
should then be deemed wise. 
The plan follows: 


If the company 


difficulty. 


1. The company shall remain 
a private corporation, subject 
to the laws of the Common- 
wealth, and there shall be no 
transfer of the ownership of its 
property, except in the case of 
the Cambridge Subway. 

2. The stockholders shall, in 
return for the guarantee of divi- 
dends of 5 per cent upon their 
shares for two years and 5% 
per cent thereafter and as long 
as this guarantee continues, in 
effect transfer their voting power to a board of trustees 
representing the public. 

3. This guarantee shall be made by the cities and towns 
served by the company through the medium of the Common- 
wealth, it being made in the name of the Commonwealth but 
with the provision that any payments thereunder shall be 
assessed upon the cities and towns in proportion to track 
mileage. 

4. This guarantee shall continue indefinitely, until the 
Legislature shall otherwise order. 

5. The board of trustees shall consist of five members, two 
of whom shall be residents of Boston appointed by the 
Mayor of the city, two of whom shall be residents of the 
other cities and towns served by the company appointed by 
the Governor, the fifth member, who shall be chairman, to 
be chosen by the other four members or, in the case of in- 
ability to agree, by the chief justice of the Supreme Judicial 
Court. No trustee, however, shall be an officer of the com- 
pany. 

6. The trustees shall receive from the company salaries to 
be fixed by the Legislature and shall be permitted to engage 
in other business not inconsistent with their official duties; 
they shall become the directors of the company; and their 
term of office shall be three years, all terms expiring at the 
same time, so that there may periodically be a complete 
change of control, if deemed desirable in the public interest. 

7. The plan shall take effect upon the acceptance of the 
statute in which it is embodied by two-thirds in interest of 
the stockholders at a meeting duly called for the purpose; 
the present contract between the State and the company, 
as far as it relates to fares, shall cease upon, but not before, 
such acceptance; and upon and after such acceptance, the 
voting powers now exercised by the stockholders shall be 
exercised by the board of trustees appointed as above pro- 
vided. If deemed advisable, the transfer of voting power 
to the trustees might be made by written instruments 
‘signed by the stockholders or by deeds of trust accompanied 
by a deposit of the shares in exchange for certificates of 
_beneficial interest. 

8. It is proposed that the company shall be subject, ex- 


the whole community 
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cept as may otherwise be specifically provided, to the super- 
‘vision of the Public Service Commission, ~ 

9. It is proposed that new capital shall be provided in the 
manner recommended by the special commission last year 
—namely, by the sale to the Commonwealth of the Cam- 
bridge Subway, payment to be made in installments as funds 
are needed. 

Under this plan, the commission says, transfer of con- 
trol would be effected without any more disturbance of 
the affairs of the company than would be caused by the 
election of a new board of directors. The trustees 
could, and probably would, retain the present officers. 
Neither the city nor the State would alone control. The 
purchase of the Cambridge Subway would provide, at 
low cost, a fund of about $9,000,000 to be drawn upon 
for capital purposes, and would make unnecessary any 
issue or guarantee of new securities for a considerable 
period of time. 

In the opinion of the commission the plan proposed 
is fair and advantageous to the stockholders, and it is 
fair to’ the public. As for an appraisal of the Boston 
Elevated and West End properties, the commission has 
not felt that such is necessary in order to deal justly and 
wisely with the existing situation. According to the 
commission, there have been faults in management, ex- 
travagances and instances of bad judgment, but the 
company has provided a great and costly system of trans- 
portation and has continually enlarged the service which 
a passenger may receive for a 5-cent fare. If it has 
neglected depreciation and failed to keep its property in 
the best of condition, this has been due very largely to 
the attempt to satisfy two conflicting interests. On the 
one hand has been constant pressure from the public 
for new and costly rapid transit facilities; on the other 
has been the desire to meet the reasonable expectations 
of stockholders. 

In renewing the recommendation of the special com- 
mission last year for the acquisition of the Cambridge 
Subway by the Commonwealth, the Public Service Com- 
mission answers the objections of the Governor as 
follows: j 

“There is nothing novel in public ownership of sub- 
ways and tunnels in the metropolitan district. The 
policy was first adopted in 1894 and has been consist- 
ently followed ever since, except in the case of the 
Cambridge Subway. Manifestly it is desirable that the 
‘whole connected group of subways and tunnels in Bos- 
ton should be publicly owned, rather than that a minor 
portion should be retained in private hands. 

“Local transportation systems bear a less direct rela- 
tion to the war emergency than do the steam railroads, 
but it is clear that a breakdown in the Boston Elevated 
-system, or even serious congestion of its service, would 
diminish the efficiency of a population whose energies 
are being devoted in no small measure to war purposes. 
Any expenditures necessary to keep this transportation 
system in good workable condition and to prevent in- 
tolerable overcrowding and delay are justifiable, under 
existing conditions, and, if the credit of the Common- 
wealth is used either directly or indirectly to meet such 
needs, it would be employed in the common defense.” 


POSSIBILITY OF OPERATING ECONOMIES 


Even under the commission’s plan the problem will 
still remain of taking the necessary steps to rehabilitate 
and improve the property and of meeting the cost of 
providing the service, including the guaranteed return. 
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‘own employees. 
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Upon the present basis, the commission states, there 
seems no prospect that the company will earn 5 per cent 
upon its stock during the current year. Any deficiency 
can be met in but three ways, through operating econo- 
mies, an increase in fares or taxation. 

Conceding that the investigation was “both thoroughly 
and intelligently” made, that “if the improved methods 
and practices suggested by Mr. Beeler could be adopted 
they would undoubtedly result in a considerable saving,” 
and that “most of his suggestions, in principle at least, 
are sound,” the company expresses the opinion that ‘‘the 
possibility of instituting many of the savings is some- 
what remote,” chiefly because of local conditions, and 
that a much larger expenditure of capital would be in- 
volved than has been estimated. According to the com- 
mission, the local conditions to which the company re- 
fers have to do with the attitude of the public and of its 
In other words, the view is that the 
necessary co-operation of: the men could only be secured 
after long effort and that the changes in operation rec- 
ommended in the report might not prove acceptable to 
the public. 

The commission believes that Mr. Beeler has made a 
most valuable report. It has been printed for free cir- 
culation, and after the public has become acquainted 
with it hearings will be held with a view to definite 
action. It will be necessary in some instances to en- 
list the good-will and co-operation of the employees, in 
others to make certain capital expenditures, and in still 
others to receive the approval and help of the public. 
The process will be gradual, and various modifications 
and adjustments may prove necessary, but to the com- 
mission the prospects seem good that ultimately sub- 
stantial economies can be effected, and that some can be 
secured at once. 


WHAT REHABILITATION IS DESIRABLE Now? 


While economies of operation and of management will 
help, it is clear to the commission that they will not 
wholly solve the problem, especially if depreciation is 
provided for and rehabilitation undertaken. Under the 
circumstances, any construction of new subways may 
be dismissed from immediate consideration, and also 
any plan for the provision of new shops. The work 
now in progress on the Dorchester tunnel and the 
Everett extension, however, should be pushed to com- 
pletion as rapidly as possible, and any new construction 
work ought to be undertaken which is incidental to such 
of Mr. Beeler’s plans for the better utilization of exist- 
ing facilities as may finally be adopted. Furthermore, 
every effort should be made to restore the surface track 
to first-class condition and to begin the gradual substi- 
tution of modern rolling stock for present obsolete 
equipment. Provision should be made for future de- 
preciation, perhaps not so large a provision as Mr. 
Beeler recommends, but a far better provision than has 
heretofore been made, and discarded property should 
gradually be eliminated from the accounts. 

Additions and betterments may properly be paid for 
out of the proceeds from the sale of the Cambridge 
Subway or out of the amounts taken from earnings to 
offset discarded property. Replacements, however, 
ought to be charged at once against income. The act 
of last year permits a different procedure. Under this 
statute replacements, such as would be involved in any 
extensive substitution of new rolling stock for old, may 
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be capitalized temporarily and charged off gradually 
over a period of not more than fifteen years. 

The trouble with this plan, to the commission’s mind, 
is that it temporizes with the situation. It will be far 
better for the public and for the company, if it can be 
done, to meet the cost of replacements directly from 
earnings, avoid any inflation of capital, even though it 
be temporary, and secure at once the full financial ad- 
vantage from change of conditions. Any increased 
burden upon earnings could be fully met only in two 
ways—through an increase in fares or through general 
taxation. 


HIGHER UNIT FARE SIMPLEST AND EASIEST WAY 
OF RAISING FARES 


The commission feels that a straight increase in the 
present unit charge is the simplest way of raising fares 
and the one of easiest application. Strong arguments 
can be advanced for the “zone system,” and in certain 
situations, particularly where the amount of  short- 
haul riding is large, these arguments may have con- 
trolling force, as the commission has recognized re- 
cently in the Holyoke fare case. In the present in- 
stance, however, the rapid transit lines and congestion 
are embarrassing factors, and the disadvantage of a 
straight increase is less marked because of the pre- 
ponderance of long-haul riding. The Boston Elevated 
system, as Mr. Beeler points out, is distinctively a long- 
haul system, and the facilities which it affords are so 
necessary to most patrons that a 6-cent fare would 
probably result in less decrease in riding than is ordi- 
narily the case. 


COMMUNITIES SHOULD SHARE BURDEN 


In the commission’s opinion, however, the communi- 
ties served should share the financial burdens of the 
situation, and it recommends the following plan, to be 
used in conjunction with public control: 


1. If the revenue derived each year from a 5-cent charge 
on each passenger and other sources of income is insufficient, 
after allowing 16 per cent for maintenance and depreciation, 
to pay all other operating expenses, interest, rentals, taxes 
and other charges against income, and dividends at the guar- 
anteed rate, the deficiency shall be met under the guarantee 
by the cities and towns served in proportion to track 
mileage. : 

2. If the revenue so derived is more than sufficient to pay 
such expenses and charges and dividends at the guaranteed 
rate, the excess shall be applied to the following purposes 
in the order given: 

(a) To repay any amounts which may have been con- 

tributed by the cities and towns under the guar- 
antee. F 

(b) To meet any additional requirements which would 
otherwise be met by an increase of 1 cent in the 
unit fare, as below provided. ’ 

(c) To meet the cost of extensions and improvements to 
the property, with the proviso, however, that if 
excess earnings should reach this point the board 
of trustees would be empowered, at its option, to 
reduce the unit fare below the 5-cent rate. } 

8. The board of trustees shall have power at any time, 
without recourse to the Public Service Commission, to in- 
crease the unit fare from 5 cents to 6 cents, the additional 
cent paid by each passenger to go into a special fund to 
be used only to make such further provision for depreciation 
and rehabilitation and for the gradual charging off of dis- 
carded property as the board of trustees, with the advice of 
the commission, shall determine to be necessary. 


Under this plan, the 5-cent charge would be used to 
meet what might be termed the ordinary costs of ser- 
vice, the taxpayers making up any deficiency. The ex- 
traordinary costs of providing for depreciation and re- 


habilitation would be met by the additional 1-cent 
charge. This makes it necessary to draw some line 
between maintenance and depreciation, and the stand- 
ard of 16 per cent of gross receipts which has been 
adopted is about the amount which has been expended 
in the last two years for maintenance, exclusive of the 
sums set aside for depreciation. 

Upon the basis of the number of revenue passengers 
in 1917, an additional cent charged throughout the 
year would yield $3,810,173. It would furnish a large 
fund for rehabilitation purposes and would make it 
possible, if conditions were favorable, to complete the 
work within a reasonably short period of time. For 
every dollar spent in this way the public would benefit 
in better service and the company in lower operating 
cost. 


Tramway Makes Good Fuel-Saving Record 


XTENSIVE generating economies and the co-op- 
Pia of its employees, encouraged by a judicious 
bonus system, have resulted in a substantial saving in 
coal by the Denver (Col.) Tramway, as shown by a 
comparison of its records for the months of December, 
1916 and 1917. In telling the public with posters and 
through the newspapers of the good showing made last 
month, the company directed attention to the current 
issue of Tram-o-Grams, in which it was explained how 
the saving was accomplished. The installation of new 
generating equipment has reduced the coal consumption 
during the last two years from 41% lb. to 244 Ib. per 
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Are you doing your bit 
for the Fuel Admin- 
istration? We are. 


We saved— 


The Tramway power plant 
is saving 3,000 tons of 
coal per month through 
generating economies— 

yet used 6,218,875 kilo- 
watt hours of electricity 
MORE last year for heat- 
ing, lighting and operating 
Tramway cars than was 


3,000 TONS OF COAL 
LAST MONTH! 


HOW? 
Read the Jan. 12 issue of 


Tit Cae 
OUT ‘ 


SATURDAY SEX) 
= 


used in 1915! 
More heat, better lights, 


more power for more cars 
in 1917 with less coal con- 
sumed than in 1915. 


At the request of the U. S. Fuel 
Administration we do not turn 
heat on in the cars until tem- 
perature goes down to 32° above 
zero, but at that point it goes on 
and stays on. In 1915 heat was 
frequently cut off during the 
rush hours. 


In many Eastern cities coal 
shortage has forced the street 
railways to cut off heat entirely 
in the cars, in some only 75 or 
85 per cent of the regular num- 
ber of cars can be run. 

See Tramograma on the cars today. 


SAMPLES OF DENVER TRAMWAY FUEL-SAVING PUBLICITY 


kilowatt-hour and decreased the amount of help neces- 
sary by reducing the number of boilers, although the 
length of working day was decreased and vacations for 
the men were also introduced. A system of bonuses by 
which the power-house employees share in the savings 
has induced the men to lend their efforts heartily in 
searching out all possible sources of economy, with the 
result that now the slogan is to “get it down to 214 lb. 
per kilowatt-hour.” More scientific operation of the 
cars is also partly responsible for the reduced fuel 
record. The tramway company is said to be prepared to 
extend the bonus system to other than the power de- 
partment as soon as the men make it worth while by 
increased efficiency. 
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Pittsburgh Railways Charging 
Higher Fares 


New Fares Put on Trial Last Month Well Received 
by Public Despite Handicapped Service Due to 
Severe Winter—Two Rides for 11 Cents 


N JAN. 22, following the thirty days’ notice re- 
quired by the State law, the Pittsburgh Railways 
put into effect two new rates of fare, as follows: 
If the passenger pays a cash fare, he pays 6 cents 
for a single ride. He may, however, buy two tickets for 
11 cents, or a strip of ten tickets for 55 cents, making the 
charge for a ride 51% cents. These tickets are sold by 
conductors and also at a number of stores in Pittsburgh 
and in the different cities and towns through which the 
lines of the Pittsburgh Railways extend. These stores 
are glad to sell these tickets at cost, in view of the trade 
which is brought to them by this convenience. In the 
advertisement which the company carried in the daily 
papers announcing the increased fare, the names of 
stores in which tickets would be sold were. published. 


AVOIDING DIFFICULTY IN MAKING CHANGE 


A fear sometimes expressed in connection with the 
establishment of a six-cent fare is that conductors will 
be delayed in making change, especially at first, when 
passengers are not accustomed to tendering the exact 
fare. It is thought that the use of tickets will mate- 
rially reduce this delay. Another plan was also adopted 
besides that of sup- 
plying conduc- 
tors with $3 in 1- 
cent pieces when he 
starts on his run. 
This plan is to issue 
a 6-cent ticket com- 
bined with a 4-cent 
change coupon, so 
that the combination 
tan be sold by the 
conductor for 10 
cents. A reproduc- 
tion of one of these 
“change coupons,” 
with the 6-cent ticket attached, is illustrated herewith. 
These change coupons, by themselves, can be used as 
cash in payment of fares. That is to say, they will be 
accepted by conductors at a value of 4 cents with 2 
cents additional in payment of a fare. Or two 4-cent 
“change coupons” and 3 cents in cash will be accepted 
by conductors as payment for two single-fare tickets of 
the value of eleven cents. In other words, the object of 
the company in issuing the “change coupon” is to avoid 
delays when passengers are boarding cars and because 
of the prevalent scarcity of pennies. 

Before the plan was inaugurated the company carried 
advertisements in the daily newspapers giving all in- 
formation, and explaining that passengers could assist 
in eliminating loading delays by using tickets of the 
two-for-l11-cent kind or by having the exact fare in 6 
cents ready, or by accepting the 4-cent “change coupon,” 
if they should proffer a dime for fare. 

These regulations have proved much less formidable 
in practice than they sound. As a matter of fact, the 
public has bought the two-for-1l-cent tickets in enor- 
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A B/OTIR PREST: 


TEN-CENT CHANGE COUPON 


mous quantities, so that the 6 + 4 combination remains 
simply an emergency relief for the conductor. Studie¢ 
are now being made to secure the proper kind of locked, 
non-jamming fare box. At present, fares are collected 
by hand. 

HIGHER FARES A SUCCESS 


The company has reason to feel highly gratified at the 
way its patrons have appreciated the justness of a higher 
rate of fare, particularly as the unusually severe winter, 


An additional supply of these 4-cent ‘‘change- 
coupons'' will be furnished, which the conductor Is 
permitted to use in making change in case he runs out of 
Pennies, or at any time when passengers are willing to 
accept them. A sample of this coupon is shown on 
page 6. 

Conductors must watch carefully to see that 
passengers do not pay their fare with this 4-cent ‘‘change- 
coupon"’ and must be careful to secure 2 cents additional 
from passengers when it is tendered. The 4-cent coupon 
is not a reduced rate ticket and must be accepted merely 
as if it were 4 cents CASH, Conductors cannot accept 
this coupon and 7 cents for two fares, nor can they 
accept 11 cents cash for two fares. They can, however, 
sell two tickets for 11 cents, or two tickets for TWO 
4-cent coupons and 3 cents cash, or for ONE 4-cent 
coupon and 7 cents cash, and then permit the two 
tickets to be dropped into the fare box for two fares, but 
according to the Schedule which has been filed with the 
Public Service Commission, the principle must always 
be followed that the fare is 6_cents when paid in cash, 
and 6% cents when tickets are used. 

The conductors on other than fare box cars must , 
cancel by punch marks, the tickets as soon as he recelves 
them from the passengers, 3 

IT IS IMPERATIVE THAT CONDUCTORS KEEP 
THEMSELVES SUPPLIED WITH THESE NEW TYPES 
OF TICKETS. 

Where fare is paid in cash it must be 6 cents and 
6 cents for every additional fare so paid, except only when 
Uckets are used, which can be purchased as outlined 
above. 

Where tho old style Serles ‘'A’’ cash tickets are 
presented, they will be accepted for fare upon payment 
of one cent additional. Conductors, however, will 
suggest to passengers who have these tickets, that they 
exchange them at the Main Office for the new type of 
ticket, or have them redeemed at face value. 

The Series ‘‘G'’' employees half-rate tickets will be 
acceptable for fare when one cent additional is tendered. 
Passengers presenting tickets of this type should be 
requested to have them redeemed at the Main Office 
and provide themselves with a new type ticket, 

Employees’ Punch and Monthly Tickets will be 
accepted as heretofore. 

REDUCED RATE TICKETS, 

The McKeesport—338 for $1.00 tickets, will not be 
accepted for fare. Passeng should be requested to 
have these tickets redeemed st the Main Office, elther by 


INSTRUCTIONS TO CITY AND SUBURBAN 
TRAINMEN. 


GENERAL ORDER No. 545. 


January 19th, 1918. 


TO CONDUCTORS AND ALL CONCERNED. 
x ALL DIVISIONS— 
PITTSBURGH RAILWAYS COMPANY: 

Commencing Tuesday, January 22d, 1918, the day 
fares are increased from 6 cents to 6 cents, or 514 cents 
when tickets are used. Fare zones remain. the same, 
except in the case of the Verona line, Route No. 708, 
which has been divided into two fare zones instead of 
one, the dividing line or fare point being Sandy Creek 
Station. 

Conductors will be supplied with a new type Series 
“A" ticket, put up in strips of ten (10) tickets, which 
conductors will sell to passengers at 55 cents per strip 
of ten (10), Conductors will also sell to passengers 
who make the request, two (2) of these tickets for eleven 
(11) cents. 

Conductors will also be supplied with single fare 
tickets (value 6 cents) to which is attached a ‘‘change- 
coupon" (value 4 cents), which the conductor will sell 
for 10 cents. These tickets will be put up in pads of 
26 strips, each strip composed of five (5) tickets, each 


good for one six-cent fare, and five (6) ‘‘change-coupons’’ 
each redeemable for 4 cents. 

This ‘‘change-coupon"’ will also be accepted by the 
conductors as part payment for a fare, at its face value 
of 4 cents. 

CONDUCTORS ARE EXPECTED TO START 
THEIR DAY'S WORK WITH 83.00 CHANGE IN 
PENNIES, and where possible are to make change in all 
cases. Wheh Impossible to make change, they will sell 
to passengers for 10 cents, a ticket and coupon as des- 
cribed above. The passengers will detach the ticket and 
deposit same in fare box (where fare boxes are used) and 
retain the change coupon for future use. 
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INSTRUCTIONS ISSUED TO TRAINMEN 


car delivery delays, and the competition of munitions 
makers, has made it impossible to give the full service 
that the company desires. The very morning that the 
higher fare was inaugurated power was off the lines 
at various places for nearly three hours, yet the public 
accepted the situation with good humor. The passen- 
gers themselves gave short shrift to kickers. 

An amusing instance of the effect of the new fare 


NOTICE 
CONDUCTORS WiLL BE SUP- 
PLIED WITH PENNIES 10 


MAKE CHANGE AS FAR AS 
POSSIBLE, BUT. WHEN UNABLE 
TO DO SO A 4c CHANGE-COUPON 
WILL BE USED. THIS COUPON 
WILL BE REDEEMED BY THE 
COMPANY OR ACCEPTED FOR 
FARE WITH 2c ADDITIONAL 


PITTSBURGH RAILWAYS COMPANY 


NOTICE 


THE NEW RATE of fare, 6c in 
cash or 4/26 by ticket, will go 
info effect TUESDAY MORNING, 
JANUARY 220. 

Tickets are now on sale. by 
Conductors and at all stations 
of the Company. 


PLEASE PURCHASE TICKETS TO-DAY 
AND AVOID DELAY-ON TUESDAY. 


PITTSBURGH RAILWAYS COMPANY 


POSTERS ANNOUCING THE NEW RATE 


on a flustered conductor is told. A passenger, wishing 
to make matters easy for this conductor, tendered a 
quarter and a penny so that he could get exact change. 
The conductor, confronted by this novel situation, in- 
sisted on returning the penny and making 19 cents 
change out of the quarter. 
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American Association News 


War Board Met at Washington 
Headquarters on Feb. | 


Manila and Toledo Sections Held 
Big General Meetings with Music 


as a Feature 


War Board Meeting of Feb. 1 


HE American Electric Railway War Board met at 

Washington, D. C., on Feb. 1 and spent the day in 
routine business. All of the members of the Board 
were present and also President J. J. Stanley and Sec- 
retary E. B. Burritt of the American Association. 

The organization of the traffic bureau and its pro- 
posed plans for utilizing the electric railway lines in the 
handling of government freight and passenger traffic, 
were thoroughly considered. Careful attention was also 
given to a request from the War Department of the 
government for recommendations of men for certain 
specific war duties. 

Further details of the meeting will be given in a later 
issue of this paper. The Board will meet again on Fri- 
day, Feb. 15. 


J. M. Bury Elected President of Manila 
Section 


T THE meeting of company section No. 5, held on 

Dec. 4, a number of business items were attended to, 
the principal one being the election of officers for the 
coming year. The result was as follows: President, 
J. M. Bury; vice-president, M. E. Chaves; secretary, 
J. G. Hess, Jr.; treasurer, B. Solano; director for four 
years, F. Santiago. 

The preceding meeting, held on Noy. 20, was the 
occasion of the presentation of a very practical paper 
by B. H. Blaisdell, chief engineer power plant, on the 
subject “A Kilowatt-Hour and the Coal Required to 
Produce It.” An abstract of this paper will appear in 
a later issue of the JOURNAL. As a compliment to J. H. 
Pardee, president J. G. White Management Corporation, 
and J. P. Ripley, railway engineer of the same company, 
who were present on a visit from the United States, the 
meeting was made an open one. Mr. Blaisdell’s paper 
was extensively discussed and the gist of the discussion 
will be incorporated with the abstract of the paper. 

At the November meeting, Eugene Wagor, traffic in- 
sspector, who won “honorable mention” in the 1917 com- 
petition for the best paper presented before a company 
section, was awarded the sum of 50 pesetos by C. Nes- 
bitt Duffy, vice-president of the company, in recognition 
of the honor which the section received through Mr. 
Wagor by virtue of this award. It will be remembered 
that Mr. Duffy had promised 100 pesetos to any member 
of the section who should receive the medal. While 
no gift had been promised to the winner of “honorable 
mention,” Mr. Duffy felt that Mr. Wagor had come so 


close to winning the medal that he had earned this 
recognition. 

In commenting upon the award to Mr. Wagor, Mr. 
Pardee called the attention of the employees to the fact 
that the motormen and conductors are the company’s 
salesmen. The motormen present the goods for sale 
and the conductors collect from the customers before the 
latter get their goods. When the customers are satisfied 
they are glad to trade with the company again. If not, 
while they may have to trade with the company, yet 
they dislike to do so, and the relations between merchant 
and customer are not satisfactory. 

After Mr. Pardee’s remarks the meeting was enter- 
tained by selections from three different orchestras com- 
posed respectively of employees from the transportation, 
power plant, and shop and carhouses departments. The 
last-named orchestra performed on native bamboo in- 
struments. 


Safety Rally at Toledo 


N JAN. 23, in the Auditorium Theater, Toledo, 

Ohio, Marcus A. Dow, general safety agent of the 
New York Central Lines, spoke at a joint safety rally 
of the employees of the New York Central Lines, the 
Willys-Overland Company and the Toledo Railways & 
Light Company on the subject “Accident Prevention 
a Patriotic Duty.” In connection with his talk on ac- 
cident prevention Mr. Dow showed his safety film en- 
titled “The Rule of Reason.” 

Mr. Dow summarizes the present safety situation in 
these words: “The prevention of accidents is impor- 
tant at all times both from a humanitarian and eco- 
nomic standpoint. To-day, however, with our country 
at war, it is of greater importance than ever that every 
consistent effort be made to conserve the lives of in- 
dustrial workers and to prevent disabling injuries, be- 
cause the killing and maiming of this vast army yearly 
is a serious drain on the man-power of the nation at a 
time when every available man is needed for the work 
that is to be done.” 

At the meeting the Overland Band played, and Hon. 
Cornell Schreiber, Mayor of Toledo, made a short ad- 
dress. Frank R. Coates, president of the Toledo Rail- 
ways & Light Company, presided at the meeting. 


Electric Railway as Usual a Public 
Benefactor 


HE records of fifty years in the United States 

Weather Bureau show previously no such conditions 
as have existed recently in Chicago. The manner in 
which the street railway company kept open the main 
highways for vehicle movement of all kinds inspired 
many letters of appreciation and friendly editorial com- 
ment in the daily papers. Out of some 2000 miles of 
streets in the city, cars use one-fourth of the total. The 
fact that for days at a time no thoroughfares were open 
except those furnished with car lines brought thousands 
of vehicles onto the tracks. Snow was piled from 4 to 
10 ft. high on each side of the moving cars and this 
left no roadway for other vehicles. The result was pro- 
longed congestion and reduced car movement, the speed 
of course being reduced to that of the slowest vehicle. 
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LETTERS TO THE EDITOR 


Publicity Always the Best Policy 


SOUTHERN PUBLIC UTILITIES COMPANY 
CHARLOTTE, N. C., Jan. 29, 1918. 
TO THE EDITORS: 

In the issue of Saturday, Oct. 14, 1916, the ELECTRIC 
RAILWAY JOURNAL carried a cartoon, the title of which 
was “The only time not to start a publicity campaign.” 
This cartoon showed a street car carrying only the mo- 
torman and conductor, the center of attacks from the 
multitude along the street. Brick bats labeled “abuse,” 
“demand,” “lower fares,” “complaint” and other things 
were being hurled at the car. 

This cartoon and the accompanying subject matter 
attracted my attention at the time, and since then the 
lesson carried has been the guiding star in the policy of 
this company (Southern Public Utilities Company) in 
the matter of publicity. 

Last week at Greensboro, N. C., I saw the value of 
the lesson more clearly than I had ever thought to see 
it. At that time and place representatives of the lead- 
ing electric railways of North Carolina gathered for a 
conference on the matter of increased revenue. That 
additional revenue was a necessity was agreed upon be- 
fore the conference, but the manner of bringing this 
condition of affairs into existence was the question to 
which these gentlemen at the Greensboro meeting ad- 
dressed themselves. 

One of the first things that the chairman of the con- 
ference [Robert Lee Lindsay, vice-president and gen- 
eral manager of the Durham (N. C.) Traction Com- 
pany] said was that a comprehensive campaign of edu- 
cational publicity was desirable. He commented upon 
the results of the fixed publicity policy of this com- 
pany and that of the campaign recently waged in 
Greensboro by the North Carolina Public Service Com- 
pany, under the direction of President Charles B. Hole, 
which brought about a ruling by the City Commis- 
sioners allowing that company to withdraw special 
rates and special tickets. He urged the inauguration 
of a campaign of education which would show to the 
people at large the necessity of being allowed to in- 
crease revenue. 

This was thought to be a step in the right direction, 
but the representative of another company expressed the 
opinion that in the meantime his company and others 
would be losing money, that immediate relief is what 
is now desired. 

Then the cartoon and accompanying subject matter, 
of which I spoke above, came again into my mind, and 
I realized more foreefully than ever before the ac- 
curacy of the position taken by the ELECTRIC RAILWAY 
JOURNAL nearly a year and a half ago. 

Then again, as if in response to the demand of the 
occasion, the ELECTRIC RAILWAY JOURNAL in its issue 
of Jan. 19 of this year, carried a two-page signed state- 
ment, editorial, I suppose it might be called, along the 
same line. In this statement appeared this pertinent 
paragraph: 

The ability of the electric railway industry as a whole 


to do a profitable business depends absolutely on the state 
of the public mind toward that industry. 


It seems to me that this paragraph was written es- 
pecially and particularly for those electric railways 
which have never undertaken the education of the pub- 
lic concerning difficulties under which they operate, the 
matter of increased cost of material, labor, and all other 
costs of operation in which the public will show a de- 
cided interest when given an opportunity. 

This leads me to return to the suggestion of a central 
publicity bureau of the American Electric Railway As- 
sociation for the assistance of railways in just this 
sort of situation. I believe great service can be ren- 
dered the individual railway by the association in fur- 
nishing data for use in advertising matter, and still am 
of the opinion that the railways do not make use of 
the service now offered by the association. What is 
needed, to my mind, is the education of the electric 
railway companies to the necessity and advisability of 
educating the public before there is the necessity for 
decisive action, such as appears now to be the case with 
electric railways in North Carolina. 

By educating the public I do not mean begging the 
question, by pleading with the people to give the rail- 
ways added revenue, or a fair deal in legislation, or 
many similar matters, but as shown in your signed 
statement (pink sheet, Jan. 19), “through its passion 
for fair play, justice and good sportsmanship.” 

And in conclusion I want to violate the proprieties a 
bit by suggesting that electric railway management of- 
ficials over the United States would do exceedingly well 
to not only subscribe for the ELECTRIC RAILWAY JOUR- 
NAL, but to read it and study it carefully, and put into 
operation many of its most excellent suggestions before 
there is a necessity for such action as is indicated. I 
deem it well worth the while of the highest paid execu- 
tive in the country to give careful attention to these 
suggestions. If acted upon at the proper time they 
will in many cases eliminate the necessity of drastic 
action, and often unsuccessful results therefrom. 

The publicity campaign for the education of the peo- 
ple as to the exact situation confronting electric rail- 
ways in North Carolina has already been inaugurated, 
and if handled in the proper way the results will be all 
that could be hoped for. 

But the wrong time to start a publicity campaign, as 
so graphically shown in your cartoon, is when the pub- 
lic is throwing bricks through your windows. 

LEAKE CARRAWAY, 
Director of Publicity. 


Shall We Go Back to Cradle Suspension? 
NEw YORK, Feb. 4, 1918. 
To THE EDITORS: 

I have read with interest the article on “Experience 
with Interurban Car Axles” by A. B. Metcalfe of the 
Empire State Railroad, Syracuse. His road is not the 
only one which is suffering from axle failures of the 
kind which he describes. The cause of these troubles, 
which brings other ailments in their trains, is the 
faulty design of mounting the dead end of the motor 
on the axle without any vertical cushion or side play. 
The result is that the axle is constantly subject to 
severe hammer blows. The Empire State Railroad is 


not the only corporation suffering from these defects. 


This trouble will continue until a more rational method 
of motor suspension is general. JOHN DEE. . 
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CONSTRUCTION, MAINTENANCE AND 
EQUIPMENT 


ENGINEERS, MASTER MECHANICS AND OTHERS WHO HAVE DEVELOPED 
ECONOMICAL PRACTICES, OR WHO HAVE WORTH-WHILE IDEAS ARE INVITED 
TO TELL READERS OF THE JOURNAL ABOUT THEM IN THIS DEPARTMENT 


Auto-Tower Truck with Engine- 
Raised Tower 


Three-Section Tower with Men in Place Raised in 
Ten to Twenty Seconds—Tower Can Be Raised 
and Lowered While Truck Is in Motion 
By 8. L. Fostrer 

; Chief Electrician United Railroads of San Francisco 
HE United Railroads of San Francisco has recently 
developed and put into successful service for rapid 
and efficient overhead trolley line work an interesting 
type of auto-tower that is believed to be unique in its 
labor-saving method of tower hoisting. 

The vehicle consists of a three-section tower mounted 
on a 2-ton Pierce-Arrow worm-drive chassis, the tower 
being raised and lowered by the standard hydraulic 
hoist of the Pierce-Arrow dump body. This form of 
ram cylinder hoist for each foot of lift requires two 
feet of rope and lifts the front end of the dump body 
two feet. The steel cables from the ram cylinder are 
wrapped around the hoisting drum of the standard 
Trenton tower. In its 3% ft. of rise the hoist unwinds 
from the drum 7 ft. of its cable and at the same time 
winds onto the drum 7 ft. of the cable used to hoist the 
tower, thus raising the 
tower 7 ft. Ifa lesser or a 
greater rise of the tower 
is desired for this 31% ft. 
of ram-piston travel, the 
relation between the diam- 
eter of the part of the 
drum on which the hoist 
cable is wound and the di- 
ameter of the part on 
which the tower cable is 
wound can be readily al- 
tered to secure any reason- 
able result. 

In operating, oil is 
forced under the piston of 
the ram cylinder by a pump 
actuated by a dog clutch. 
This is connected by gear- 
ing with the main automo- 
bile engine shaft and con- 
trolled by a three-way valve. The first of the accom- 
panying photographs shows the chauffeur with his 
right hand on the handle governing this valve located 
at the side of his seat just behind the Stewart warning 
horn. The tower can be raised, lowered or held at any 
height without moving from the driving position. 
Further, it can be raised on the way to the work and 
lowered while en route departing—an impossibility 
with the hand-operated crank on the horse-drawn rig. 


AUTO-TOWER TRUCK WITH TOWER RAISED 


No oil reservoir is needed, as the oil pumped under 
the piston is drawn from above the piston, and, in low- 
ering the tower, the oil is forced back into the original 
cylinder through a by-pass pipe. An automatic safety 
relief valve in the piston is opened when the piston of 
the ram cylinder approaches the head of the cylinder, 
thus preventing any excessive lift of the tower from 
inattention of the chauffeur. 

There are many advantages in the three-section 
tower. It is stronger than the two-section type, as the 
light top section is reinforced by the intermediate sec- 
tion 21% ft. further up in the later three-section type 
than in the older two-section one, and the former is 
thus more resistant to strains from pulling out long 
lengths of trolley wire. Also, in this later type, the 
platform when down is 12 in. lower than with the two- 
section tower and when raised is 16 in. higher. These 
differences can be readily varied to suit the taste, as 
already explained. The construction of the three-sec- 
tion tower lowers the center of gravity, already lowered 
by the small-wheeled, heavy auto chassis, reduces the 
danger of overturning on rounding curves, permits 
higher speed and enables the workmen to reach the 
22 ft. high trolley wires at steam railroad crossings 
and the tops of side poles 
readily. 

There are also many ad- 
vantages of the motor- 
driven hoist for the tower 
as compared with the old 
crank and ratchet appli- 
ances. It saves time and 
the physical energy of the 
men, raises the tower in 
from one-sixth to one-third 
the time, lowers it three 
times as rapidly and elimi- 
nates all danger of the 
erank handle slipping from 
the workman’s grasp and 
breaking his arm or strik- 
ing his head, as has hap- 
pened in the past on the 
manually operated hoists 
of the horse-drawn wagons. 
The men formerly engaged in tiring themselves out on 
the crank raising the tower and then leisurely climbing 
to the raised platform, now mount the platform when 
down and are elevated to their work without effort. 
Thus time is saved and the men are more alert and 
energetic in the work that counts. The loaded three- 
section tower can be raised by the hydraulic hoist in 
from ten to twenty seconds, whereas by hand the empty 
two-section tower ordinarily consumed from sixty to 
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seventy-five seconds. The hand crank means of hoist- 
ing is always available if the power mechanism fails. 

Attention is directed to San Francisco’s tropical win- 
ter background, seen in the illustration. The following 
features should also be noted: The portable forge at 
the rear of the vehicle in one picture and the suspended 
solder pot in the other; the “Desert Bag,” in which the 
men carry their supply of fresh, cool drinking water; 
under the “Desert Bag” the long box, with its hinged 
side for ready emptying of scrap material; the box in 
the rear for the men’s waterproof coats; the row of 
hooks for hand lines, tie wires, slings, etc., under the 
“Auxiliary Fire Apparatus” sign; the shielded siren 
under the license plate; the “spotlight” on the dash for 
night work on poles; the “J. M.” fire extinguisher under 
the spotlight; the double hooks for two extension lad- 
ders along the side of the machine; the use of the ram 
cylinder of the hoist as a standard on which to install 
radiating, superimposed metal arms equipped with 
hooks of trolley wire for supporting and at the same 
time keeping separate and readily accessible various 
kinds of material like cap and cone bodies, curve hang- 
ers, pole bands, eyebolts, washers, links for use on por- 
celain insulators, linemen’s “spurs,” wood-strain insu- 
lators, frogs, 35-deg. angles, etc.; the double material 
and tool bins back of the tower and the charcoal bin 
under the floor; the tool boxes on the platform of the 
tower; the plentiful array of hooks all around on the 
lower tower section on which to hang blocks, bolt cut- 
ters, coils of trolley wire, strand, feed and cable wires, 
coats, etc. There is also a drawhead in the rear for ready 
attaching of tongues of formerly horse-drawn vehicles 
such as ornament hoist, derrick or trolley gig. 

It should be stated that the departure from parallel- 
ism between the cables going from the sheaves at the 
top of the piston rod of the ram cylinder and the piston 
rod, as appearing in one of the photographs, was found 
to cause chattering of the piston rod when nearly out. 
This has been remedied since taking the photographs 
by installing two idler sheaves at the top of the ram 


TRUCK WITH TOWER IN RUNNING POSITION 


cylinder to hold these cables to true parallelism with 
the piston rod. 

The standard Pierce-Arrow 2-ton chassis wooden pro- 
tecting hood for the chauffeur was replaced by a two- 
bow top for use in our rainy winters and entire removal 
in our rainless summers, so that the chauffeur could the 
more readily hear the verbal or whistled orders from 
the men aloft. The swinging leaf of the tower is 
worked projecting over the rear of the vehicle for the 
same reason that the hood was removed, namely, to fa- 


Insuring the Action of Brakes on 
Double-Truck Cars 
By F. J. FooTe 


Master Mechanic, Ohio Electric Railway, Columbus, Ohio 

HE failure of one main brake rod on double-truck 

equipment when the loss of power prevents revers- 
ing the motors is likely to result in a serious accident, 
especially when it occurs on a down grade. To insure 
against this condition, we have installed on most of the 
cars of the Ohio Electric Railway a simple device, the 
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STOPS FOR BRAKE LEVERS IN CASE ONE MAIN 
BRAKE ROD FAILS . 


application of which can be seen from the accompany- 
ing sketch. Two 38-in. steel straps, 7% in. thick, were 
bolted together with one or more similar straps of 
shorter length between them, and fastened to the car 
sills set on a level with the axis of the air cylinder. 
This provides slots in which the cylinder levers move 
during all normal braking, and in case a main brake 
rod fails, the motion of the lever it is connected to is 
definitely limited so that force can still be exerted on 
the other brake rod. In other words, it supplies a 
point of support for the affected cylinder lever to re- 
place the reaction that would be transmitted from the 
brakeshoes through the disabled rod. 

Such a device for this purpose is easy of application 
and inexpensive. The bracing can be done in different 
ways, using any suitable material which is on hand, the 
only requirement being that it be strong enough to 
withstand the severe strain. 


cilitate verbal communication between men aloft and 
the chauffeur and also because in twenty-seven years 
of tower-wagon experience there has never yet been 
a case of injury to the driver by anything falling on him. 

Two improvements possible on the auto tower as at 
present equipped are the application of a self-starter 
and the use of an as yet undeveloped device for heating 
a pot of solder. The device sought should be lighter 
and simpler than the heavy charcoal forge, but equally 
as satisfactory and as rapid in results in our windy 
climate. Gasoline consuming appliances have so far 
proved unreliable here, compressed gas consuming ap- 
pliances unequal to the task and electrical appliances 
undeveloped. 


February 9, 1918 


Car Axles, Their Design, Manufacture 
~ and Service 


PART II—ANALYSIS SHOWS THE DESIRABILITY OF 
ELIMINATING ABRUPT CHANGES. IN SECTION 


By NORMAN LITCHFIELD 


N THE issue of this paper for Feb. 2 we discussed 

the method of calculating the maximum stresses in 
a car axle, illustrating the theory by applying it to one 
of the A. E. R. E. A. standard axles. Having thus de- 
termined the magnitude of the stresses the next point 
to be settled is whether, with a given steel, there re- 
_ mains a sufficient safety factor to give a safe axle, by 
that term meaning one which will be free from failure 
during its life as determined by the wear of the journal. 

It is evident that we cannot state absolutely that the 
stress as figured represents actually the stress in the 
axle under the conditions in which it operates. We can, 
however, measure each axle by the method and deter- 
mine by experience and analysis what stresses when so 
calculated have produced axles that have operated satis- 
factorily and what stresses have existed in axles that 
have failed. 


LESSONS OF THE MASTER CAR BUILDERS’ REPORT 


The M. C. B. committee in the report refererd to 
earlier reported as follows: 

“Breakage may occur as the result of poor material, 
bad design in respect to shape, the spreading of an 
initial crack, or from repeated applied stresses above a 
safe limit. In Wohler’s celebrated series of experiments 
upon the effect of repeated stresses in small bars, he 
found that, where the strains alternated between ten- 
sion and compression, the outer fiber stresses might 
be safely taken as 17,000 lb. per square inch for iron, 
and 23,000 lb. per square inch for steel, without limit- 
ing the life of the bar. But if the stresses exceeded 
these limits, fracture would always occur if the number 
of repetitions of stress were sufficient. 

“Again, in large bars, such as car axles, where the 
extreme or outer fibers are a considerable distance from 
the neutral axis, and where the material is often far 
from homogeneous throughout, it is reasonable to sup- 
pose that strains are not transmitted symmetrically in 
all its parts, and some of the fibers may bear a larger 
proportion of the total stress than would occur in an 
even distribution. In this way the elastic limit may be 
locally exceeded with a very moderate total stress only. 
Professor Bauschinger determined what he called the 
‘natural elastic limits’ of a bar in tension and compres- 
sion. ‘These limits he defined to be the limiting load 
to which a bar of the same material can be strained 
repeatedly in tension and compression without break- 
ing, when the load is repeated sufficiently often, as de- 
termined by Wohler. The ‘natural elastic limit’ is 
considerably below the elastic limit as ordinarily deter- 
mined. The explanation of this fact as given is that 
the welding, forging or other manufacturing process to 
which a bar has been subjected temporarily raises its 
elastic limit, which is again lowered to its true value 
under the influence of alternating stresses. 

“There seems to be no evidence to show that, when 
the fiber stresses are kept below the natural elastic 
limit, any apparent change in the structure will occur 


ELECTRIC RAILWAY JOURNAL 


283 


before the axle is condemned by reason of being worn 
out at the journals. 

“Taking the fiber stress calculated (as explained in 
the M. C. B. report) it was found that a large number 
of axles of one design had broken where the fiber stress 
was 28,000 lb. per square inch, these axles having been 
in service from four to nine years. Where the fiber 
stress was 23,000 lb. or less, the records show that axles 
have been practically free from failure by breaking.” 

The committee concludes that “if a fiber stress of 
22,000 Ib. per square inch is taken for the portion of 
the axle between the wheels, and the proper material 
is provided, a safe design will be the result without 
much surplus material.” 

Since the day of this very remarkable and original 
report the development of the automobile and the aero- 
plane, of ordnance, projectiles and armor plate, has 
caused tremendous strides to be taken in the manufac- 

ture of steel and 
q in the knowledge 
—| of the qualities 
best suited for 
different service. 
In the main, how- 
ever, the basic 
facts given in 
that report re- 
main true, name- 
ly, that metal in 
a given condition 
remains in the 
3ame molecular 
condition indefi- 
nitely, the _ so- 
called “‘crystalliz- 
sie ation” of steel 
1 being non-exist- 
ae ent; and that the 
Lew | life of the axle 
under repeated 
alternating 
stresses increases 
enormously as the 
maximum stress 
is reduced in proportion to the elastic limit of the ma- 
terial used. The latter fact is well illustrated in a paper 
presented by Howard before the American Society for 
Testing Materials on “Endurance of Steel,” and printed 
in Vol. 7, 1907, of the Proceedings of that society. The 
graph given in Fig. 3, reproduced from that article, 
shows.the progressive gain in endurance of steel under 
alternating (rotating) stresses as the loads are reduced, 
showing that with a load stressing the specimen to its 
elastic limit (60,000 Ib. per square inch) the steel failed 
after 12,490 revolutions. When the load was reduced 
so as to give only 30,000 lb. per square inch stress (50 
per cent of the elastic limit) the steel stood up for 
76,326,240 revolutions without failure. The load on 
the same specimen was then increased to 60,000 lb. per 
square inch and the steel failed after 8100 revolutions. 

Assuming, then, uniformity in the steel and proper 
design of axle, it is generally agreed that the life of 
the axle will increase as the ratio between the maximum 
stress and the elastic limit is increased. It then re- 
mains to determine how low a figure must be selected 
for the maximum stress. In the M. C. B. report this 
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FIG. 3—DIAGRAM SHOWING PROGRESSIVE 
GAIN IN ENDURANCE OF STEEL AS 
LOADS ARE REDUCED 
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was given as 22,000 lb. per square inch for the freight- 
car axle under consideration. It will be remembered 
that in the committee’s calculation an increase in load 
equal to 26 per cent of the weight on the journals was 
included to allow for vertical oscillation. Twenty-two 
thousand pounds per square inch stress thus calculated 
is equivalent to 17,500 lb. per square inch without mak- 
ing allowance for vertical oscillation. For passenger- 
car axles it is considered good practice on steam roads 
to make the limit 15,000 lb. per square inch. This, it 
will be noted, is on the two assumptions of center of 


FIG. 4—FLUID ANALOGY OF ABRUPT CHANGE IN 
FIBER STRESS IN AXLE 


gravity 6 ft. above the rail and centrifugal force just 
sufficient to overturn the car (40 per cent of the weight). 
For electric-car service, with its sharp curves, high ac- 
celeration and braking rates, gear vibration, etc., the 
lower center of gravity as found in Fig. 1 (page 235, 
Feb. 2 issue) should be considered together with force 
required to overturn the car. 

A number of axles in electric service in which the 
stress ran between 22,000 and 23,000 lb. per square 
inch failed after about 250,000 miles, while another lot 
of same character of steel, in which the stress ran about 
18,000 lb. per square inch, gave satisfactory service 
throughout their life. 


STRESS INTENSITY SHOULD Not 
CHANGE ABRUPTLY 


Referring to Fig. 2 again (page 236, Feb. 2 issue), 
it is seen that the maximum stress in the electric rail- 
way axle shown is 17,654 lb. per square inch, or some- 
thing less than that in the axles above cited which gave 


good service. A closer study, however, shows that the . 


design is not a good one, on account of the abrupt 
changes in the intensity of the stress, particularly at the 
point of maximum stress, where it is 11,604 lb. per 
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FIG. 5—STRESS DIAGRAM DRAWN FOR AXLE MODIFIED 
FROM A. E. R. E, A. DESIGN 
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square inch in the wheel seat and 17,654 lb. per square 
inch immediately alongside it at the motor bearing. 

It may be asked why such a change in stress is un- 
desirable. A good method which has been used to 
make this clear is the use of the analogy of the flow of 
water through an abruptly restricted section of pipe, as 
shown in Fig. 4. In the large pipe the velocity at A 
is V, which in the small pipe becomes V,, greater in 
inverse proportion to the squares of the diameters of 


The Use of Ball Bearings on Electric 
Railways 


Series of Tests Conducted on Berlin Street Railways 


Demonstrates Superiority of Ball Bearings 
Over Plain Bearings 


HE Berlin street railways recently carried out a 

series of tests on cars equipped with ball bearings, 
as described in a late issue of Electrotechnik und 
Maschinenbau. These tests were made under condi- 
tions involving the various phases of street railway 
operation ranging from very low speed in heavy traffic 
to high-speed non-stop runs of several blocks between 
stops. The results of six round trips with four cars— 
one of which had plain bearings and the other three 
ball bearings—showed an average saving in energy con- 
sumed by the cars with ball bearings of 8 per cent over 
that consumed by the car with plain bearings. 

The tests were continued during the night with the 
same car with plain bearings and two of the cars with 
ball bearings. Because of the absence of traffic and 
the elimination of some of the stopping at switches the 
consumption of energy during the six round trips was 
more evenly distributed and also somewhat less than 
during the previous tests. The results of the six round 
trips was an average saving, by the cars with ball 
bearings, of 8.8 per cent of the current consumed by 
the car with plain bearings. The tests continued with 
trailers showed an average saving of 7.6 per cent with 
ball bearings. 

Repeated tests showed that the values for each of the 
cars fluctuated according to the motorman, the roadbed 
and the weather, and probably also because of different 
conditions in the various bearings. One of the peculiar 
results of the tests was the discovery that it took a 
motorman from a quarter of an hour to half an hour 


the pipes. At C it is evident that there is a violent local 
action, due to the rapid change in velocity at that point. 
A small fillet does not make the transition gradual 
enough to prevent the likelihood of localization of stress 
at this point. 

A modified design is shown in Fig. 5, which would 
require boring out the motor brasses to the amount 
shown, and enlarging the journals. The slight reduc- 
tion in the wheel and gear seats is not sufficient to 
cause any loss in the holding power of these parts on 
the axle. The stress diagram given in Fig. 5, in com- 
parison with that in Fig. 2, shows how much more 
evenly the stress is distributed than in the standard 
axle. 

Such a design is desirable, for no improvement in 
material or even reduction in maximum stress will make 
up for poor design. Thus, where the conditions are 
such that it is impossible to increase the minimum 
section so as to bring the stress within the limits of 
good practice, special care should be taken in the de- 
sign to eliminate sudden and violent changes of stress 
as far as possible, as well as to use extra-high-grade 
material. 

The use of keyways is also very detrimental for a 
similar reason, and as experience has clearly shown in 
rigid service that they are not necessary in order to 
maintain tight fits of wheels and gears, they should be 
eliminated. 
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BALL-BEARING-EQUIPPED CAR AFTER HiGHT Hours’ ConTINUOUS 


SERVICE. BEARING TEMPERATURE 35 Duc. C 
Immedi- 
ately on After After After After After 
Arrival of Five Ten Thirty Two Two 
. Car Minutes Minutes Minutes Hours Days 
Foree required to 
~ move car, pounds 159. 154, 150. 151. 152. 150. 
Friction resistance, 
pounds per ton.. Lo 11.4 11.1 11.15 pave tel 


PLAIN-BEARING-EQUIPPED CAR AFTER SIx Hours’ CONTINUOUS 


, SERVICE. BEARING TEMPERATURE 43 DEG. C 


Force required to 


movecar,pounds 408. 463. 485. 496. 489. 494. 
Friction resistance, 
pounds per ton.. 29.8 33.7 Bs) 36.1 35.6 36.0 


to become accustomed to the easier running of the car, 
and to judge his current consumption accordingly. An- 
other unexpected result was the tendency of the motor- 
man to permit the car equipped with ball bearings to 
overrun stopping places, because of too late application 
of the brakes. It was also found that the energy saving 
depends to a great extent upon the distance between 
stops. With a run of two or three blocks the current 
can be cut out sooner, resulting in a longer period of 
coasting on the ball-bearing-equipped car than on the 
car not so equipped. As the length of run is increased 
the difference between the coasting periods of the two 
ears is also increased. 

One of the most important advantages of cars 
equipped with ball bearings is the ease with which the 
empty cars can be rolled back and forth by hand in the 
terminals and repair shops. At the instant of starting 
the car the ball bearing shows its greatest saving in 
energy consumption, for once the car is in motion the 
saving is much less. 

To determine experimentally the force required to 
move a car, a dynamometer was inserted between the 
pulling power and the car. The average of ten separate 
tests was recorded as representative of certain cars, and 
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Comparison between the figures shows that on the 
ball-bearing-equipped cars greatest resistance occurred 
immediately after stopping, decreasing by more than 
5 per cent within ten minutes, while the other car 
showed the smallest resistance while warm and in- 
creased by nearly 20 per cent within ten minutes. 


Sprinklers and Work Cars Make Good 


Snowplows at Chicago 


Wings Hinged to Car Side Sills Prove Effective as 
Supplementary Snow-Fighting Equipment on 
Chicago Surface Lines 

HE snow equipment of the Chicago Surface Lines 

at the time the first storm broke this season con- 
sisted of ninety-six sweepers, ten power plows, forty- 
nine wing plows and eighty-one drag plows. These 
were so distributed as to give the best results in taking 
care of the thousand or more miles of single track 
within the city limits. The storms beginning on the 
night of Jan. 5 were of exceptional severity and the 
need of additional emergency equipment was impressed 
on the rolling stock and shops department of the com- 
pany. 
Lying in the various car stations were numerous 
sprinkling cars, put away for the winter months. Seven 
of these double-truck cars, equipped with four GE-80 
motors each, have now been furnished with wing plows 
and added to the winter equipment. The wings are 15 
ft. long and 30 in. high, the weight being 1500 lb. Each 
is constructed of 3-in. oak covered with sheet steel on 
the face. At the bottom is a steel plate % in. x 12 in. 
The wing is curved at the top and bottom so as to keep 
snow rolling when in action. It is best operated at an 
angle of 45 deg., being held in position by a 34-in. chain 


SPRINKLER CAR EQUIPPED WITH WINGS FOR SNOW FI 


AT RIGHT WING EXTENDED AT ANGLE 


the results show that with cars weighing 138.7 tons 
empty it took an average force of 10.6 lb. per ton and 
37.8 lb. per ton respectively to move cars with and 
without ball bearings. These tests were made on cars 
which had been standing idle for two days. 

Further tests made on the German railways to deter- 
mine any change in the force required to move the two 
types of equipment after a period of continuous service 
gave the results shown in the tables above. 


GHTING—AT LEFT WING FOLDED AGAINST SIDE OF CAR, 
oF 45 DEG. 


or cable. The stress on the plow when bucking heavy 
snow embankments is indicated from the fact that a 
24-ft. chain was stretched 32 in. when in action. 

The hinge connection and heel of the plow are so 
arranged that the wing is hinged on a 2%4-in. shaft by 
means of a huge U-shaped forging. The wing is piv- 
oted to this forging with a 2-in. bolt. This leaves the 
wing free to move up or down if it strikes an obstacle. 
The heel of the plow is carried 3 in. above the rail. Qne 
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of the wings is attached to each side of the sprinkler 
so that it can be used in either direction. The wings 
can be raised, when not in use, by means of a lever and 
swung in parallel to the car. 

For the protection of the operating crew a movable 
vestibule has been placed on either end of the car. The 
entire storm equipment is easily detachable so that the 
car may be converted for summer use. 

The first experiment in equipping the sprinklers was 
made with a shorter and lighter wing, the length being 
14 ft. and the weight 1000 lb. To make this wing 
effective, however, it was necessary to put weight on 
the outer end. At first four men sat on it to keep it 
down while operating. Later 400 lb. of axles were at- 
tached to the extreme end to take the place of these 
men. With the improved type of plow this is unnec- 
essary. 


Another combination plow has been developed by the’ 


engineering department, consisting of two work cars 
permanently coupled, each having a wing attachment 
which can be extended from 12 ft. to 20 ft. The wing 


HINGE OF WING ON SPRINKLER EQUIPPED AS 
AUXILIARY SNOW PLOW 


of the forward car is arranged to sweep the top snow 
from heavy embankments. The wing on the next car, 
set closer to the rail, scrapes the snow nearer to the 
ground level. 

To give additional power to this fighting machine two 
other work cars have been attached at the rear, thus 
giving a combined force of 640 hp. A buzzer system is 
installed permitting signals to be sent from the leader 
to the followers so that power may be applied or cut off 
on all simultaneously. This combination equipment, of 
course, is used only on the widest streets and in loca- 
tions where snowbanks are, unusually high. Some 
banks over 8 ft. high were pushed back from the tracks. 
It has proved quite effective in opening up lines in the 
sparsely-settled districts of Chicago. 


Tests made in a number of small isolated power plants 
by the Arkansas Valley Railway, Light & Power Com- 
pany have shown that from 12 to 20 lb. of coal per hour 
is required to produce 1 hp. This is contrasted with 
the development of a horsepower-hour from less than 
3 lb. of coal in the modern steam turbine plant of the 
same company. 


New Ticket Box-Cutter for Use on 
Interurban Lines 


HE apparatus shown in the accompanying illustra- 

tion is known as the “Potter Ticket-Box Cutter.” In 
appearance it greatly resembles a transfer issuing box, 
but in this case is for indicating the destination on 
tickets of interurban lines. 

The ticket stock is the same as that for transfers, 
and the names of the stations are placed in a vertical 


TICKET BOX-CUTTER WORKS LIKE TRANSFER HOLDER 


column in their proper order. To issue a ticket the 
pointer is placed on the name of the station to which 
the passenger wishes to travel, the ticket is drawn back 
over the sharp point and torn along the straight edge. 
This leaves a V-shaped cut to indicate the destination. 
The station at which the ticket is purchased is stamped 
on the back in the usual way. Hither round-trip or 
one-way tickets can be issued in this manner. 

Some of the advantages claimed for this arrange- 
ment are as follows: As one standard form serves for 


GOOD FORONE a ji NOBAGGAGE | 
CONTINUOUS PASSAGE. ins seco th = [=] CHECKED FREE. |g, 
From Station Stamped on Back to Station Opposite Point in Margin Below! £ 
VOID AFPER ONE DAY AFTER DATE OF SALE. 5 
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Good only on Trains stopping at Destination. If not stamped by selling agent, or if 
more than one destination is shown this Ticket is void and not good for passage. | 
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STATIONS—ST. LOUIS, PEORIA and BLOOMINGTON. 
Licensed for use with Potter Patent Ticket Box and Cutter. 


Form P1 
0000 


SAMPLE OF TICKET ‘USED IN BOX-CUTTER 


all local and through tickets, any ticket stock can be 
reduced 75 per cent; tickets can be purchased in much 
larger quantities; the time necessary to issue one of 
these tickets is the same as that of issuing a card ticket 
from the case; as a duplicate agent’s stub is retained 
for every ticket issued, accounting for general ticket- 
stock records and for auditors is materially reduced. 

Patent protection has been applied for on this ticket 
cutter by its inventor, W. P. Potter, general passenger 
agent, Illinois Traction System, Springfield, Ill., on 
which system it is stated the cutter is working out. 
very successfully. 


News of the Electric Railways 


TRAFFIC AND TRANSPORTATION 


FINANCIAL AND CORPORATE - 


PERSONAL MENTION 


- CONSTRUCTION NEWS 


A Commissioner’s Woes 


Not Since Days of Mayor Gaynor and 
Mr. Whitridge Has New York En- 
joyed a Letter Such as This 


Seymour Van Santvoord, chairman of 
the Public Service Commission of the 
Second District of New York, resigned 
on Feb. 1, the day on which his term 
of office expired. In a letter to the Gov- 
ernor Mr. Van Santvoord said in part: 


NoBLE ORDER OF HEAD-HUNTERS 


“Even if under the stress of weightier 
matters you had overlooked the fact 
that my term of office expires on Feb. 1, 
it is inconceivable that the Most Noble 
Order of Head-Hunters has not recalled 
it to your mind, and thus I have been 
both surprised and disappointed that 
Your Excellency has not seen fit either 
to advise me when I am to realize the 
joy of welcoming my successor, or to 
honor me with any suggestion what- 
soever of your wishes in the matter. 

“With reluctance and regretfully I 
am thus compelled to assume that you 
have classed me with those who, for 
the sake of the salary, are willing to 
cling to an outworn honor and the 
shadow of a bygone service until the 
scales of expediency shall have been 
adjusted to that nice balance which, in 
the decadent days, appears to be a sine 
qua non in the choice and confirmation 
of the appointee to an important State 
office. Any such statement is as for- 
eign to me as the idea is abhorrent; if 
a contrary impression has been created 
by my four years of painstaking and 
conscientious service—commonplace al- 
though it may have been in other re- 
spects—I can understand something of 
the chagrin, if not actual bitterness, 
with which Mr. Straus in acceding to 
your request nevertheless declared that 
a member of the Public Service Com- 
mission is indeed fortunate who can 
retire from office with even as good a 
reputation as he enjoyed when he un- 
dertook it. 


Lire ‘ONE DeEmMpD HorRID GRIND’ 


“T think it must be plain to you that 
no tawdry salary would permit me to 
stay lashed to this Ixion’s wheel for 
one moment longer than the imperative 
sense of duty commanded. And no less 
from what I have implied than from 
what I have stated, you can readily un- 
derstand that since for me life has be- 
come ‘one demd horrid grind’—to bor- 
row the weird but expressive imagery 
of the immortal Mantilini—I have been 
sustained alone by the Star of Hope 
which the Legislative Manual expressly 
states is due to arise in my Official 
horizon on Feb. 1, 1918. 

“Governor, Governor, why did you so 


thoughtlessly, how could you ‘so unfeel- 
ingly, refuse to a suffering soul, who 
has realized the vanity of human 
aspirations and the nothingness of 
human greatness, the long-coveted man- 
date, ‘Thou faithful servant, go in 
peace’—or otherwise even, if only per- 
mitted to go without actual dishonor? 
What evil have I done that thou, my 
friend and respected superior, shouldst 
deliberately withhold the word of hope 
which would have cheered my drooping 
spirits and the ray of light which would 
have guided my eager steps toward that 
chapel of official forgetfulness termed 
‘ex’ for the consolations of which, in the 
mercy of Providence you yourself may 
sometimes anxiously yearn. 

“With unaffected sympathy for the 
sorrows of the next chairman, and with 
heightened respect for the sorrows of 
my predecessors, I remain—shall I say 
for the last time? 


Carhouse Fire in Wheeling 


The Bay Island operating carhouse 
of the Wheeling (W. Va.) Traction 
Company and twenty-nine double-truck 
air-brake passenger cars and one new 
work car, all 5 ft. 2% in. gage were de- 
stroyed by fire, probably incendiary, at 
2 a.m. on Feb. 4. The company is now 
operating about 75 per cent of service. 
The Jewett Car Company has had four- 
teen double-truck cars under construc- 
tion for the company for some time 
and completion of this rolling stock will 
be hastened. The railway is looking 
for complete cars of broad gage for 
temporary use and will arrange speed- 
ily for the permanent replacement of 
the equipment. 


New United Engineering Society 
fficers 


The following officers were elected 
for the ensuing year, at the annual 
meeting of the trustees of the United 
Engineering Society, held on Jan. 24: 

President, Charles F. Rand; member 
of the American Institute of the Min- 
ing Engineers. 

First vice-president, Calvert Town- 
ley, member American Institute of 
Electrical Engineers. 

Second vice-president, Robert M. Dix- 
on, member of the American Society of 
Mechanical Engineers. 

Treasurer, Dr. Joseph Struthers, 
member of the American Institute of 
Mining Engineers. 

Secretary, Alfred D. Flinn, member 
of the American Society of Civil En- 
gineers. 

Chairman of the finance committee, 
J. Vipond Davies, member of the Amer- 
ican Society of Civil Engineers. 


West Side Report Ready 


Committee Which Has Been Consider- 
ing Removal of Tracks from Sur- 
face Reports to Legislature 


The report of the Commission on 
West Side Improvement, which was 
submitted to the Legislature of the 
State of New York on Jan. 31 recom- 
mends the appointment of a commis- 
sion of seven members with ample 
power to build one or more tunnels 
under the Hudson River, either with 
public money or by some arrangement 
with private capital, and to make simi- 
lar arrangements for a terminal on 
the West Side with zone connections, 
which the railroads serving this city 
shall build themselves or be compelled 
to use on a co-operative basis if built 
by others. 

A bill repealing all of the laws here- 
tofore enacted in relation to the West 
Side improvement was sent to Albany 
with the report and was later intro- 
duced into the Legislature. The pur- 
pose of repealing the present laws was 
to clear up all legal entanglements. 


OUTLINE OF IMPROVEMENTS 


A brief outline of the things the pro- 
posed commission should do in order 
that the West side problem may be suc- 
cessfully solved provides for: 

A subway or elevated terminal sys- 
tem on the West Side extending south 
from Sixtieth Street to Canal Street 
or further as traffic conditions may re- 
quire, with intermediate zone stations, 
the system to be used by all railroads. 

One or more freight tunnels under 
the Hudson River connecting the ter- 
minal system with classification yards 
in New Jersey. 

Tracks of the New York Central 
Railroad Company should not extend 
east of their present location and 
should be covered and depressed to a 
depth to be determined by engineers. 
All of the improvements along the river 
front from Seventy-second Street to 
Spuyten Duyvil should not be permitted 
to interfere with parks and residential 
features. 

The tracks of the New York Central 
Railroad on the West Side should be 
removed from grade. Steam as a mo- 
tive power should be eliminated. 

Public Service Commissioner Hervey 
said that the report did not reach the 
kernel of the situation; that it involved 
the removal of all the safeguards which 
the Governor and Legislature had 
placed around valuable public rights 
on the West Side, and that if the re- 
port was accepted the whole subject 
would have to be reopened, with no 
prospect of anything being accom- 
plished for some time. 
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New Franchise for Montreal Tramways 


Review of Provisions of Contract for Thirty-five-Year Franchise Signed 
by Representatives of the City and the Company 


In the contract prepared by the Tram- 
ways Commission for the city and the 
Montreal (Que.) Tramways, and signed 
by representatives of both, as sub- 
mitted to the Quebec Legislature on 
Jan. 30, the company receives a fran- 
chise until March 24, 19538, for a sur- 
face railway system. The rights, priv- 
ileges and franchises possessed already 
by the company in the city are annulled, 
and any that it possesses in other mu- 
nicipalities or will possess will be an- 
nulled by the mere fact of these terri- 
tories being annexed to the city. In 
such cases the annexed territories 
would fall under the terms of the new 
contract. 


COMMISSION FOR CITY 


To obviate the incessant bargaining 
and bickering between the city and the 
company, a permanent tramway com- 
mission for Montreal is to be created, 
with jurisdiction over all the lines of 
the Montreal Tramways, or any of its 
subsidiaries, so far as finances, opera- 
tion, extension and disputes are con- 
cerned. This commission, which will be 
appointed as soon as the new contract 
is put in force, is enjoined within sixty 
days to set a uniform fare within the 
city limits and an additional territory 
that will wipe out in various outlying 
districts the double fares now obtaining. 
The right of transfer may still be kept, 
but the commission is instructed to en- 
force transfers in which will be punched 
the exact point of transfer, instead of 
the latitude which the present transfers 
permit. 

Among other changes made obliga- 
tory, or within the power of the com- 
mission to permit, are the formation 
of labor unions by the employees, the 
transportation of freight at times and 
under regulations of the commission, 
and the giving of an autobus franchise 
to the tramways whenever the com- 
mission feels that circumstances jus- 
tify it. 

CAPITAL VALUE $36,286,295 


The capital value of the company 
is placed at $36,286,295, and the com- 
pany cannot pay more than 10 per cent 
on this fixed capital. The amount per 
revenue car mile it can spend on op- 
eration costs will be fixed by the com- 
mission, and the establishment of vari- 
ous funds is ordained, as follows: A 
fund of $500,000 to be created by $100,- 
000 instalments in five years to pay off 
old debts and excesses in the operating 
fund beyond the amount set each year 
by the commission; a maintenance and 
renewal fund; a tolls reduction fund; 
and a reserve contingency fund. An 
annual sum of $500,000 is to be given 
co the city, and when everything else 
is provided for, including dividends of 
the company, the surplus is to be di- 
vided as follows: 30 per cent to the 
city, 20 per cent to the company and 
50 per cent for the reduction of fares. 
‘Whenever the latter fund passes $2,- 


500,000 it will be applied to the reduc- 
tion of fares, and that will continue to 
be the case through the life of the con- 
tract. 

In the ‘second article the Montreal 
Tramways Commission is created as a 
controlling permanent body. The third 
article gives it three members to be 
named by the Lieutenant-Governor-in- 
Council immediately after the contract 
goes into force. The president and 
vice-president will be named by the 
government as well. Any vacancy will 
be filled from Quebec in the same man- 
ner as soon as such vacancy is known 
to the government, but the fact of there 
being a vacancy will not prevent the 
other members from exercising their 
functions. Each member is to be ap- 
pointed for ten years, but members can 
be removed for cause by the govern- 
ment. 


APPEAL FROM COMMISSION DECISIONS 


Two members make a quorum of the 
commission. The remuneration will be 
fixed by the government and paid 
monthly. The commission is allowed 
to make its own rules, which will be 
obligatory as soon as the Public Utili- 
ties Commission has approved of them 
and the city and other municipal corpo- 
rations have been notified. Appeals 
from the decisions of the commission 
can be taken by either party to the con- 
tract or by any municipality interested 
to the Public Utilities Commission on 
all questions of law and of competence 
with reference to the contract and all 
decisions of the commission: The ap- 
peal thus taken is final except on ques- 
tions of law. 


RATES OF FARE 


Fares in force from the date of the 
contract, in as well as outside of the 
city, which the company is authorized 
to collect, are to continue in force until 
they are modified by the commission. 
Within the uniform rate territory, as 
well as in other municipalities, the com- 
mission is to fix different tariffs for all 
passengers at certain hours of the 
morning or night, and it may fix higher 
tariffs for night hours from midnight 
to 5 a.m. 

The commission may establish for 
school children or apprentices a lower 
tariff, which shall apply only during 
week days, from 8 a. m. to 6 p. m. for 
school children and for apprentices 
from 6 a. m. to 7 p. m. Children less 
than five years old are to be carried free. 

The amount to be allowed for opera- 
tion is to be based on revenue car-miles, 
exclusive of carhouse and car-yard 
miles. This sum will be known as the 
operating allowance, and will cover op- 
erating expenses and all taxes levied 
against the company. The expenses of 
the commission and defense and setile- 
ment of claims are also to be charged 
to this account, and the company is also 
obliged to hold a certain sum in reserve, 
to be determined later, for the settle- 


_-company. 


ment of such suits and claims as may 
be carried over the operating year. 

The commission is annually to deter- 
mine the amount of the operating al- 
lowance. If in each year the company 
has not exceeded its operating allow- 
ance then the commission is to permit 
the company to take out of gross rey- 
enues a sum to be known as the operat- 
ing profit, which is to be equivalent to 
one-eighth of 1 per cent on the total 
average capital value for that year, and 
such operating profit is to belong to the 
If, on the other hand, there 
has been an excess expenditure, this 
must be covered from gross revenues, 
or if more than one-eighth of 1 per 
cent, it must be made up from the guar- 
antee fund. 


No DIVIDENDS OVER 10 PER CENT 


During the life of the contract the 
company is prohibited from paying divi- 
dends in excess of 10 per cent. The city 
is to receive out of gross revenues over 
and above all other amounts to which it 
may be entitled, the sum of $500,000 a 
year during the continuation of this 
contract, payable quarterly. A contin- 
‘gent reserve fund is also provided for 
by the deduction of 1.per cent from 
gross revenues, until such fund shall 
amount to $500,000. 

A tolls reduction fund is to be insti- 
tuted, and if at the end of any year this 
fund exceeds $1,000,000 the commission 
may reduce the fares on the tramways. 
Reduction of fares is to be obligatory 
when the tolls reduction fund reaches 
$2,000,000, such reduced fares to remain 
in force until such time as the commis- 
sion deems it necessary to increase them 
again. If the tolls reduction fund con- 
tinues to increase, and reaches a fur- 
ther sum of $2,500,000, fares are-to be 
further reduced. 


RIGHT OF EXPROPRIATION 


On March 24, 1953, and at the expira- 
tion of every subsequent five-year pe- 
riod, the city is to have the right, after 
six months’ notice given to the com- 
pany within the twelve months imme- 
diately preceding March 24, 1958, to ap- 
propriate for itself the railway plant, 
etc., of the company within and with- 
out the limits of the city, by paying the 
value fixed by arbitrators and 10 per 
cent over and above the estimate. Such 
arbitrators are to be appointed, one by 
the city, one by the company and the 
third by a judge of the Superior Court 
sitting in and for the district of Mon- 
treal. 

Should the city exercise the right con- 
ferred upon it by the purchase clause, it 
is agreed that the valuation of $36,- 
286,295, fixed by the present contract, 
shall in no way bind the arbitrators in 
establishing the purchase price payable 
by the city. The purchase price is also 
to comprise all privileges, rights and 
franchises of the company in any mu- 
nicipality wherein the assets so acquired 
are situated, and the city is not to vay 
for the value of such privileges, but is 
to have the right to operate the system 
of tramways so purchased in any mu- 
nicipality in which railway property of 
the company is located. 
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Advisory Council on Labor 


New Body Will Formulate Program and Recommend Administrative 
Machinery on Every Phase of Employment Problem 


Reports from Washington indicate 
that the recent appointment of an ad- 
visory council to the Secretary of 
Labor is of far more importance, 
broadly speaking, than some of the 
events to which the daily papers have 
given far greater space. The council 
is expected to determine the policy 
which shall keep labor and capital 
working together during the war. In- 
cidentally, if the work of its members 
is far-seeing—as the constitution of 
the council gives warrant for expect- 
ing—it should have a tremendous in- 
fluence on the socio-economic conditions 
under which we shall live after the 
war. Briefly the program includes: 


THE PROGRAM 


i. A means of furnishing an adequate and 
stable supply of labor to war industries. 
This would embrace: 

(a) Satisfactory system of 
changes. 

(b) A satisfactory method and adminis- 
tration of training of workers. 

(c) An agency for determining priorities 
of labor demand. 

(d) Agencies for dilution of skilled labor 
as and when needed. 

2. Machinery which will provide for the im- 
mediate and equitable adjustment of dis- 
putes in accordance with the principles 
to be agreed upon between labor and 
capital and without stoppage of work. 
Such machinery would deal with demands 
concerning wages, hours, shop condi- 
tions, etc. 

3. Machinery for safeguarding conditions of 
labor in the production of war essentials. 
This to include industrial hygiene, safety, 
women and child labor, etc. 

4, Machinery for safeguarding conditions of 
living, including housing, transportation, 


labor ex- 


ete. 

5. Fact-gathering body to assemble and 
present data collected through various 
existing governmental agencies or by 
independent research to furnish the in- 
formation necessary for effective execu- 
tive action. 

6. Publicity and educational division which 
has the function of developing sound 
public sentiment; securing an exchange 
of information between departments of 
labor administration; and promotion in 
industrial plants of local machinery help- 
ful in carrying out the national labor 
program. 


The first four divisions cover mat- 
ters familiar to all manufacturers, con- 
tractors and engineers. Subdivisions 
(b), (c) and (d) of function (1) rep- 
resent activities made necessary by the 
war. The true significance of the es- 
tablishment of the body is appreciated 
when attention is directed to the sixth 
division, and when one recalls the ac- 
tivities of the labor division of the 
British Ministry of Munitions and the 
influence that its work of the same 
broad scope has had on industrial Eng- 
land. 

Incidentally, it may be said that the 
council last week recommended to the 
Secretary of Labor (1) the organiza- 
tion of a board to formulate an ar- 
rangement for ending strikes, and (2) 
the centralization in his department of 
the industrial service divisions of the 
various branches of the war machine. 
Both plans have been approved by the 
secretary. The first of them is abso- 
lutely essential if co-operation is to re- 
place strife. 

The council is headed by John Lind, 
former governor of Minnesota, and 


envoy to Mexico, representing the pub- 
lic. Waddill Catchings, president of the 
Sloss-Sheffield Steel & Iron Company, 
and of the Platt Iron Works, and A. A. 
Landon, general manager of the Amer- 
ican Radiator Company, represent the 
employers. Labor’s members are John 
B. Lennon, treasurer of the American 
Federation of Labor, and John J. 
Casey, former member of Congress. 
Dr. L. C. Marshall, of the University 
of Chicago, is the economist member 
and Agnes Nestor, Chicago, represents 
women. 


Rapid Transit Plan Explained 


Engineer Makes Address Outlining 
Plans for Future Transit Con- 
struction for Detroit 


H. M. Brinckerhoff of Barclay Par- 
sons & Klapp, New York, N. Y., who 
reported on a system of rapid transit 
for Detroit, addressed the members of 
Detroit Engineering Society recently. 

By maps and lantern slides he illus- 
trated the subway and overhead rapid 
transit system which he claimed could 
be completed by 1950, at which time 
he predicted Detroit would have a pop- 
ulation of 2,000,000 and a ground area 
of 150 square miles. Mr. Brinckerhoff 
is reported to have said: 


$29,000,000 OuTLAY 


“Tt is not expected to put through 
this project, which would mean an 
initial outlay of about $15,000,000 by 
the city and $14,000,000 by the local 
railway, at this time when war has 
raised the costs of all construction 
work. But it takes years before a plan 
can be fully worked out and agreements 
signed. By that time the war will be 
over. 

“If rapid transit facilities are not 
provided people will be forced into ten- 
ements. Woodward Avenue cars are 
now carrying 4,640,000 passengers per 
track-mile per year. The only line car- 
rying more is the New York subway 
with 4,970,000. Forty per cent of the 
riders on Woodward Avenue travel 
more than 8 miles, which places it in 
the rapid transit class. 


SURFACE CARS FOR SHORT HAULS 


“We need the surface cars for short 
hauls, with transfers to both subway 
and overhead lines for longer hauls, 
these latter lines’ also taking care of 
the interurban lines. By a partnership 
agreement between the city and the 
Detroit United Railway, operating the 
local city railway lines, the proposed 
system, which will give maximum sery- 
ice to all, will be completed in thirty 
years and in time will all revert to the 
city.” 

Mr. Brinckerhoff’s plan is for sub- 
ways on Woodward Avenue from the 
river to the boulevard, a short cross- 
town spur at Gratiot and another at 
the boulevard; elevated railroads to 
continue the subways up Woodward 


Avenue and out Fort, Michigan, Grand 
River, Gratiot and Jefferson, with ad- 
ditional lines running from the river to 
the boulevard on the west side and from 
the boulevard out Hamtramck on the 
east. 


Toledo Report Filed 


Twenty-five Year Franchise Proposed 
for Community Traction Company 
With 6 Per Cent Return. 


The Street Railway Commission of 
Toledo, Ohio, filed its report with Mayor 
Cornell Schreiber on Feb. 1. It has 
been two years in course of preparation. 
The signatures of the members of the 
commission are attached, with that of 
Judge Ralph Emery, who acted as at- 
torney, but the name of Henry L. Doh- 
erty, chairman of the board of the 
Toledo Railways & Light Company, 
does not appear. 

The report provides for a twenty-five 
year franchise to be granted to a so- 
called community traction company, 
which it is proposed to organize to suc- 
ceed to the ownership of the railway 
property of the Toledo Railways & 
Light Company. The stock is to be held 
by trustees for five years, and during 
this period Toledo citizens may pur- 
chase it on the installment plan at $10 
per share. 


6 Per CENT RETURN PROVIDED 


It is proposed to fix the rate of fare 
so that the stockholders will receive 
dividends of 6 per cent on their hold- 
ings, with a premium of 10 per cent in 
the event the city purchases the prop- 
erty. A sliding scale of fares from a 
5-cent maximum, with free transfers, 
down to ten tickets for 25 cents, with a 
1-cent charge for transfers, is provid- 
ed. The dividends and margin for the 
purchase of the property will have te 
be worked out between these two ex- 
treme limits. 

Provision is made to the effect that 
the city may lease, operate and even- 
tually own the street railway property 
by paying 25 per cent of the purchase 
price down and 2 per cent annually on 
the principal and 6 per cent dividends 
to the stockholders. 


Railway Taxes Lifted 


The prosperity of Japan is such that 
taxes are being reduced on local trans- 
portation in the cities. Mr. Shoda, 
Minister of Finance, announced on 
Nov. 29 that all railroads and electric 
railways in the Empire, exceeding 100 
in number, had presented a petition 
for relief from transportation taxation, 


‘and that the Ministry had decided upon 


its cancellation. A bill for doing away 
with this tax was introduced in the 
last Diet, but did not pass. The tax 
was levied among the first of special 
war measures to raise revenue during 
the Russo-Japanese war, and has re- 
mained in force for twelve years. The 
receipts therefrom amount to $2,500,- 
000 annually, of which Tokio lines pay 
almost $1,000,000. When the tax is 
cancelled, city tram fare in the capital 
will be reduced one-half cent on each 
trip.—Financial America. 
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Recommends Service at Cost for Massachusetts 


Committee Which Investigated Electric Railway Situation Reports to 
Legislature in Favor of Plan Proposed by Investors 


The street railway investigation com- 
mission, appointed last year to study 
the electric transportation situation in 
Massachusetts, filed its report this week 
with the Legislature. The chief recom- 
mendation of the majority of the com- 
mission is that a service-at-cost plan be 
adopted under which fares would auto- 
matically rise as income declined and 
vice versa. The plan should embody the 
following fundamental features, the re- 
port says: 

1, Establishment of a sliding scale of 
fares, so arranged that when the 
schedule of fares in operation does not 
yield a revenue sufficient to pay the cost 
of the service the next higher schedule 
of fares shall become effective, and 
when the fares yield a revenue greater 
than the cost of the service, a corre- 
sponding decrease in the rate of fare 
shall be made. 

2. Creation of a reserve fund, which 
shall serve as a balance wheel in the 
system, so that a rapid fluctuation of 
fares due to seasonal or other condi- 
tions may be eliminated. 

3. Establishment of a depreciation 
and maintenance fund, so that the elec- 
tric railway properties shall be kept up 
at all times to the proper operating 
efficiency. 

4, Provision for the rehabilitation, 
extension and improvement of lines dur- 
ing a period of years following the ac- 
ceptance of this plan. 

5. A director to be appointed by the 
governor of Massachusetts to the board 
of directors of each electric railway 
operating under this plan. 

6. Supervision of the electric railwav~ 
accepting this plan by district repre- 
sentatives, appointed by the governor 
or by the Public Service Commission; 
expenses of such supervision to be borne 
by the companies, but in no case to ex- 
ceed a certain fixed percentage of oper- 
ating expenses. 

7. Provision for arbitration proceed- 
ings relative to certain conditions which 
might arise. 

8. Provision whereby the State, or 
any political subdivision thereof, may 
purchase the entire property of a com- 
pany, accepting this plan, at its deter- 
mined investment value, or under any 
other provision of existing or future 
statutes. 

9. A return to the investors of 6 per 
cent per annum on a fixed investment 
value. The amount of such investment 
value to be determined by the Public 
Service Commission and to include such 
sums as have been prudently and hon- 
estly invested and conserved with proper 
diligence, due consideration being given 
to the present physical condition of the 
property. The investment value from 
time to time to be increased by such 
sums as the commission shall certify 
have been prudently spent and are prop- 
erly chargeable to capital. 

10. The acceptance of such a plan to 
be optional with the individual com- 
panies. 


11. Legislation allowing the Boston 
Elevated Railway (including its leased 
lines) to accept this plan. 

12. In case the service-at-cost plan is 
accepted by any company, such funds 
as the Public Service Commission shall 
consider necessary for the establish- 
ment of the reserve, depreciation and 
rehabilitation funds or for improve- 
ments immediately necessary, shall be 
raised by an issue of capital stock, 
either preferred or common. 


OTHER RELIEF RECOMMENDED 


The investigating commission further 
recommends: 

1. That jitneys be declared common 
carriers and placed under the super- 
vision of the Public Service Commis- 
sion. 

2. That electric railway companies be 
allowed to operate motor vehicles (not 
running on rails or tracks) as auxil- 
iaries or feeders. 

3. That authority to grant permits to 
electric railways to become common 
carriers of newspapers. baggage, ex- 
press matter and freight, now vested 
in local authorities, be transferred to 
the Public Service Commission. 

4, Abolition of the commutation or 
excise tax and passage of an act re- 
quiring electric railways to maintain in 
good repair but not to renew or replace 
the paving, upper planking or other 
surface material or the base thereof be- 
tween the rails and tracks, and in the 
case of unpaved streets for 18 in. out- 
side the rails. 

5. That if a municipality refuses to 
grant an electric railway permission 
to alter its tracks in order that a more 
improved type of equipment may be 
used. the right of appeal shall be had to 
the Public Service Commission. 

6. If an alteration is made in the 
location of electric railway tracks in 
highways. no portion of the expense 
shall be borne by the railway except 
when such alterations are made upon 
petition of the railway. 

7. That electric railways shall not be 
obliged to bear any expense in connec- 
tion with alterations, strengthening or 
construction of bridges or the approach 
thereto. 

Messrs. Gibbs, Hays and Forbes 
signed the report but presented dis- 
senting statements advocating reduction 
in subway and tunnel charges now 
paid by the Boston Elevated. Messrs. 
Worrall, Bunting and Donovan filed dis- 
senting reports. Mr. Bunting advocated 
vublic ownership, the majority having 
held that such would be unwise at this 
time. Mr. Worrall submitted a “serv- 
ice-at-cost” plan of his own which pro- 
vides for a railway commission of three 
members: appointed by the Governor. 

As a result of its investigation. the 
commission concluded that the follow- 
ing causes have contributed to the pres- 
ent unsatisfactory situation relative to 
the railways of Massachusetts: De- 
preciation of the purchasing power of 


the nickel; growth of the automobile 
business; taxation and highway main- 
tenance requirements; improvement of 
facilities; non-paying lines; failure to 
provide for depreciation and obsoles- 
cence, and lack of co-operation between 
the railways and the public. 

In connection with the recommenda- 
tion of a service-at-cost plan, the com- 
mission did not present a definite bill, 
since it did not deem it expedient, at 
this stage, to submit a bill limiting the 
plan to any particular set of provisions. 


Coal-less Monday Order 
Continues 


Public Utilities Show Savings in Coal 
‘of from 21 to 254% per Cent 
from Order 


Dr. H. A. Garfield, the fuel adminis- 
trator, William G. McAdoo, director 
general of railways, and several State 
fuel administrators who met in Wash- 
ington for conferences on Feb. 4, 5 and 
6, have decided to continue in effect the 
orders preventing industry on Mondays, 
notwithstanding the fact that previous 
authoritative information to the Wash- 
ington correspondents had been that 
the order would be rescinded. 

In making public this decision contin- 
uing the order, Dr. Garfield called at- 
tention to the fact that a “change in 
weather conditions” which is hoped for 
of a favorable character must take into 
consideration the question of the possi- 
bility of floods when the thaws followed 
the present period and condition of 
snow and ice. Flood conditions, he 
said, must be figured in weather condi- 
tions, and the apprehension now exists 
in Washington that flood conditions 
may tie up transportation of coal as 
badly as snow and ice have tied it up. 

In referring to the effect of the clos- 
ing order Dr. Garfield said, in part: 

“The effect of the closing order is not 
easily measured statistically, the more 
so because of extraordinary weather 
conditions, but the State fuel adminis- 
trators reported that substantial sav- 
ings had been effected. The most ex- 
act estimates were submitted by the 
secretary of the National Committee on 
Gas and Electric Service. These fig- 
ures were furnished by the electric 
light, power and gas companies of 
twenty-nine of the largest cities of the 
country. The weighted average of the 
saving during the five days from Jan. 
17 to 22, inclusive, was 21.2 per cent, 
while the saving for Monday, Jan. 28, 
was 25.5 per cent of the amounts usual- 
ly consumed. Mr. Garfield is also in- 
formed by the secretary of the National 
Committee on Gas and Electric Service, 
Mr. Elliott, that the public utilities con- 
cerned did not consume on other days 
appreciably more than the normal 
amount of coal as a result of the shut- 
down. It is estimated that the public 
utilities reporting furnish a fair index 
of the general saving in the communi- 
ties involved.” 

In consequence the Monday closing 
order will be continued until such time 
as the change in weather and resulting 
improved transportation conditions war- 


February 9, 1918 


ELECTRIC 


RAILWAY JOURNAL 


291 


a eer ee eee eee eee SS ee ae 


rant its suspension. A close watch will 
be kept upon conditions, however, and 
further consideration will be given to 
the subject as soon as there is reason- 
able assurance of relief. It is also 
hoped that, with the shut-down on Mon- 
day, Feb. 11, and the closing in many 
States on the day following, Lincoln’s 
Birthday, it will be possible thenceforth 
to rely upon embargoes and the prefer- 
ence in movement of food and fuel or- 
dered by the director general of rail- 
roads. 


Strike in St. Louis 


Trainmen ef United Railways Demand 
More Pay and Recognition—Joined 
by Shop Workers 


The striking employees of the United 
Railways, St. Louis, Mo., on Feb. 5 
awaited action from the board of direc- 
tors of the company who were in exec- 
utive session. It was not expected that 
the result would be known until late on 
Feb. 5, possibly not until Feb. 6. Pend- 
ing the meeting of the board of direc- 
tors on Feb. 5 the railway refused on 
Feb. 4 to send representatives to the 
conference called for the afternoon of 
Feb. 4 in the Mayor’s office. 

It is stated that the company is op- 
posed to the recognition of the union, 
but is willing to arbitrate the question 
of wages and hours. It was announced 
on Feb. 5 that many men who went out 
were asking to be taken back. Some 
of these men were assigned cars imme- 
diately. Ninety-two cars out of the 
normal 1100 were being operated on 
the principal lines on Feb. 5. During 
the morning hours, car windows were 
smashed, trolley wires were cut and 
spikes driven between the track and 
the guard rails in an effort to derail 
cars. Rioting occurred at several points 
and many persons were hurt. It is 
understood that the strike could be 
adjusted quickly but for the question of 
the recognition of the union by the rail- 
way. 

The electrical workers and more than 
250 shopmen joined the trainmen on 
Feb. 5. They demand eight hours and a 
new wage scale. 


Legislation to Protect Women 


It seems more than likely that the 
employment of women as conductors on 
the surface lines in New York City and 
as guards in the Brooklyn subways will 
result in the passage of legislation in 
their interest at the session of the 
Legislature now in progress. Already 
several bills looking toward these ends 
have been introduced. The measures 
are all more or less along the same gen- 
eral lines. They would fix the hours 
of labor and prescribe an age mini- 
mum. The bill introduced in the Senate 
by Mr. Nicoll would, for instance, pro- 
vide: 

“No female minor under the age of 
twenty-one years shall be employed in 
the operation of any street, surface, ele- 
vated or subway railroad within this 
State, and no woman employed in the 
cperation of any such railroad shall be 


allowed or permitted to work more than 
nine hours in any one day, or more than 
six days or fifty-four hours in any one 
week, or before 6 o’clock in the morn- 
ing or after 10 o’clock in the evening of 
any day, nor shall any woman be know- 
ingly so employed within four weeks 
after she has given birth to a child.” 


News Notes 


Paving Case Goes Against Company. 
—The Supreme Court of Ohio ruled on 
Feb. 1 that, under the Tayler franchise, 
the Cleveland Railway is liable for the 
cost of paving the Superior Avenue via- 
duct. The court said that if there was 
any doubt about the construction or ap- 
t'lication of the franchise the city should 
prevail. The court held that the. re- 
placing of blocks constituted repair and 
not repaving. For this reason the com- 
pany must stand the cost: 

No Hearing on Tax Appeals.—Upon 
agreement between Frank 8S. Katzen- 
bach, Jr., counsel for the Trenton & 
Mercer County Traction Corporation, 
and Charles E. Bird, counsel for the City 
of Trenton, N. J., there will be no hear- 
ing in the matter of the appeals being 
taken by the company from the assess- 
ments of the property for taxing pur- 
poses. Both attorneys appeared before 
the Mercer County Tax Board and cf- 
fered that the testimony taken in tie 
case of the appeals last year be con- 
sidered the samme as having been taken 
in the present case. The 1916 appeals 
are now before the State courts. The 
company lost in the 1915 appeals. 


Municipal Railway Appropriation Bills 
Go Over.—At a recent meeting of the 
City Council of Seattle, Wash., two ap- 
propriation bills introduced in Council 
on Sept. 17 transferring $12,000 from 
the general fund and the light depart- 
ment depreciation fund respectively for 
the completion of the Ballard extension 
of the municipal railway were indefin- 
itely postponed. Judge Calvin S. Hall, 
in a suit brought by Theodore S. Haller, 
held that money could not be appropri- 
ated from either of these funds for the 
coustruction of a railway. It was on 
this decision that the plan to extend the 
railway was temporarily held up until 
utility bonds authorized for the purpose 
by the Council could be marketed. 


Navy Still Needs Binoculars.—The 
navy is still in urgent need of binocu- 
lars, spy glasses and telescopes. Sev- 
eral weeks ago an appeal through the 
daily press resulted in the receipt of 
more than 3000 glasses of various 
kinds. But this number is wholly in- 
sufficient. Articles should be forwarded 
by mail or express to Hon. Franklin D. 
Roosevelt, assistant secretary to the 
navy, Naval Observatory, Washington, 
D. C., by whom they will be acknowl- 
edged. Those not suitable for naval 


use will be returned to the sender and 
those accepted will be returned at the 
termination of war, although it is im- 
possible to guarantee them against 
damage or loss. The government will 
pay $1 for each article accepted, which 
sum will constitute the rental price or 
in the event of loss the purchase price 
of such article. 


A Painter the Latest Regulator. 
Alderman W. H. Zeiser, a painter by 
trade and chairman of the committee 
on railways of the new Board of Alder- 
men of Louisville, Ky., has proposed 
a bill for the appointment of a city 
street railway commissioner. to act as 
technical adviser to the city in matters 
affecting fares, quality and quantity of 
service, and transfers, etc., the installa- 
tion of separate accommodations for 
white and colored passengers or the op- 
eration of separate cars, the creation of 
a board of arbitration to settle differ- 
ences between the commissioner named 
above and the company, and a stipulation 
that the city, on failure of the company 
to obey the board of arbitration, shall 
deprive it of use of the streets. 


Plea for Minnesota Line.—W. L. 
Luce, head of the Electric Short Line 
Company, known as the Luce Line, a 
gasoline-electric line extending from 
Minneapolis to Hutchinson, Minn., has 
asked the Senate committee on inter- 
state commerce at a hearing in Wash- 
ington to take over the line along 
with other railroads. Mr. Luce fears 
that if the line is not taken over by the 
government the company will lose prac- 
tically all the through business. Be- 
cause the line is now a mile shorter 
than one steam line and 15 miles shorter 
than another between Minneapolis and 
Hutchinson it has been getting delivery 
of through freight to and from all Chi- 
cago lines. It is Mr. Luce’s belief that 
with these long lines taken over by the 
government the physical advantage 
would count for naught. The Luce line 
is 60 miles operated and 75 miles right- 
of-way. 


Association Meeting 
Programs 


Wisconsin Electrical Association 


The annual convention of the Wiscon- 
sin Electrical Association will be held 
in Milwaukee, Wis., on March 27 and 
28, with headquarters at the Pfister 
Hotel. 


Midwinter Convention of A. I. E. E. 


The American Institute of Electrical 
Engineers will hold its sixth midwinter 
convention at the United Engineering 
Societies’ Building in New Yerk City, 
on Feb. 15 and 16. After the opening 
remarks of President E. W. Rice, Jr., 
president of the Generze? Electric Com- 
pany, the first session will be devoted 
to discussion on the rating and selection 
of oil circuit breakers. The other ses- 
sions will be largely talen up with sci- 
entific matters. Mr. Rice will speak 
also at an informal dinner at the Café 
Boulevard at 6.30 p.m. on Friday. 
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War Finance Bill Presented 


Plan for Federal Financing Corporation 
—Currency Comptroller Says Util-- 
ity Credit Must Be Preserved 


The war finance corporation bill 
prepared by Secretary McAdoo was in- 
troduced in Congress on Feb. 4. As 
noted last week, this bill contemplates 
the creation of a $500,000,000 corpora- 
tion to make loans and advances to 
essential industries and otherwise as- 
sist in private financing. 

In commenting upon the bill Mr. Mc- 
Adoo says: 

“Many instances have been brought 
to the attention of the Secretary of the 
Treasury and of the Federal Reserve 
Board where railroads, public utilities, 
power plants, etc., have been prevented 
from obtaining the necessary advances 
to enable them to perform vital serv- 
ice in connection with the war because 
the bank credits, ordinarily available 
to them, are being absorbed by the 
government itself. 

“Tt is believed that the proposed bill 
has been wisely and conservatively con- 
ceived as a war measure to give relief 
from this condition during the period 
of the war. The banks of the country 
would, no doubt, scrutinize with the 
utmost care both.the loans themselves 
and the security therefor, and would 
exercise their individual judgment upon 
the borrower’s credit before assuming 
a liability for the amount of the loan. 
They would be under the necessity of 
advancing, out of their own resources, 
25 per cent of the amount loaned. The 
bill would authorize advances to a bank 
of only 75 per cent of the amount 
loaned by the bank to a war industry. 

“It is confidently believed that the 
mere existence of the machinery which 
this bill would establish would of itself 
maintain confidence to such an extent 
that the aid of the corporation would 
only in relatively few cases be called 
for, and that the banks would be able 
to take care of the requirements of this 
class of borrowers and be ready to do 
it knowing that in case of need loans 
of that character would be available 
for rediscount. 

“The provision permitting direct 
loans by the corporation in exceptional 
cases for not more than five years is 
intended to provide for those rare cases 
where it may be made to appear to the 
corporation that a meritorious bor- 
rower is being unwisely discriminated 
against by the banks. 

“The bill provides for approval by 
the corporation, through a system of 
licenses, of issues of securities in ex- 
cess of $100,000 with a view to pre- 
venting the use of capital in unneces- 
sary expenditures during the period of 
the war. This is of great importance 
in order to conserve the supply of new 
capital and make it available for goy- 


ernment loans and essential war pur- 
poses.” 

In his report for 1917 the Comptrol- 
ler of the Currency, John Skelton 
Williams, emphasizes the importance 
of maintaining the efficiency and credit 
of utilities. If such enterprises are 
allowed to sink into inefficiency, he 
states, much of the most important war 
work of the government will be 
crippled or paralyzed. Continuing, Mr. 
Williams says: 

“The first and most direct relief to 
the utilities can be given by the state 
commissions and municipal and _ local 
authorities, with the broad-minded co- 
operation of the people generally. It 
is essential that forebearance and con- 
sideration be exercised by these, and 
that the corporations also be permitted 
to make such additions to their charges 
for service as will keep them solvent, 
protect their owners against unjust 
loss, and give them a basis of credit 
on which they may obtain the funds 
with which to meet the strain put on 
them by the government’s needs. The 
breaking down of these corporations 
would be a national calamity.” 


Another Road Junked 


The Alton & Jacksonville Railway, 
Alton, Ill., went out of business on Jan. 
31, and the entire property will be sold 
as junk by its owner, John J. Cummings, 
Chicago. The last car left Alton at 
midnight, and it was said that wreck- 
ers were prepared to tear up the tracks 
at Jerseyville the following day. 

The road, which is about 21 miles in 
length, said to represent an original 
cost of $500,000, never succeeded as a 
financial venture and five years ago a 
protective committee of bondholders 
forced a receivership. Later Mr. Cum- 
mings obtained the property. The II- 
linois Public Utilities Commission sast 
December issued an order directing the 
road to cease operations. 

The case of the company before the 
commission was reviewed in the ELEc- 
TRIC RAILWAY JOURNAL of Feb. 2, page 
248. 


New Bay State Issues 


Judge Dodge of the United States 
Court on Jan. 31 issued three orders in 
the case of the Bay State Street Rail- 
way, Boston, Mass., in the hands of W. 
B. Donham as receiver, as follows: 

1. The receiver is authorized to exe- 
eute the permanent equipment 6 per 
cent collateral gold notes to the Old 
Colony Trust Company, as trustee, and 
is authorized to set aside and deliver the 
permanent notes in exchange for the 
temporary receipts for such notes now 
outstanding to the amount of $1,308,000. 

2. The receiver is authorized to set- 
tle suits or claims for personal injuries 
or damages to property arising out of 


accidents or occurrences prior to the ap- 
pointment of the receiver, the amount 
not to exceed $50,000 in the aggregate. 

3. The receiver is authorized to pay 
out of funds on hand $30,000 of the 
principal of the mortgage of the Brock- 
ton & East Bridgewater Street Railway 
maturing on Feb. 1 and also the sum of 
$39,240 interest on the car trust notes 
of the Bay State Street Railway due on 
Feb. 1. 


Another Seattle Tax Proffer 


Puget Sound Company Repeats for 
1917 Its 1916 Offer, Now Being 
Reviewed by the Courts 


The Puget Sound Traction,’ Light & 
Power Company, Seattle, Wash., pro- 
posed to the city of Seattle on Jan. 23 
that it pay $72,443, representing 2 per 
cent of its gross railway earnings for 
1917, under the same conditions that 
payment of $64,387 for 1916. was tend- 
ered a year ago. These figures indicate 
that the company’s gross earnings for 
1917 were $3,622,175, as compared with 
$3,219,389 for 1916. 

In December, 1915, after the com- 
pany had petitioned the Public Service 
Commission to be relieved of certain 
of its franchise obligations, including 
the payment of 2 per cent of its gross 
earnings to the city, the paving of 
rights-of-way, and any portion of the 
cost. of bridges, a conference with 
Mayor H. C. Gill resulted in an agree- 
ment that planking should be done in 
lieu of paving, and that in the. event 
the relief sought was granted by the 
Public Service Commission the amount 
of gross earning tax for that year 
should be refunded. 

On Jan. 13, 1917, the company tend- 
ered payment of $64,387 with the stipu- 
lation that the litigation started by the 
city to force compliance with the pav- 
ing provision be dismissed, or with- 
drawn until final adjudication of its 
petition for relief. This payment was 
for 1916 earnings. The Council re- 
fused to accept payment under those 
conditions as agreed to at the confer- 
ence with the Mayor in 1915, and the 
amount was returned to the company. 
The city then brought a suit to recover 
the amount. Payment of the 1917 tax 
is tendered under similar conditions. 

The Tacoma Railway & Power Com- 
pany and the Pacific Traction Company, 
both subsidiaries of the Puget Sound 
Traction, Light & Power Company, op- 
erating in Tacoma, Wash., recently 
tendered the City Comptroller of Taco- 
ma a check for $11,111, covering 2 per 
cent of the gross earnings on their pas- 
senger traffic, and 5 per cent of their 
freight and power business during the 
last six months. The $11,111 exceeds 
the previous semi-annual payment to 
the city by about $500; while the pas- 
senger earnings showed an increase for 
the city of $1,000, the freight and power 
earnings show slight decreases. The 
company apparently is not through with 
its protest made to the Public Service 
Commission last year, in which it was 
attempted to show that the city’s tax 
on the gross earning’s of the local com- 
panies was illegal. 
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New British Financing 


Government Borrowings in 1917 Com- 
-” pletely Overshadow All Other Cap- 
ital Issues for that Period 


With the continuation of strict super- 
vision by the Treasury over new capi- 
tal issues in Great Britain, the record 
of 1917 borrowings published by the 
London Economist is one almost entire- 
ly of government loans. Indeed, the 
amount of new capital raised for indus- 
trial purposes was only one-half of 1 
per cent of the total. 

_ The tramway and omnibus lines in 
1917 raised £100,000 of new capital, as 
compared to nothing in 1916 and £432,- 
500 in 1915. The accompanying table 
gives the details of 1917 new financing: 
1917 CaprTaL ISSUES IN GREAT BRITAIN 
1916 1917 


British governm’t 
deans ese Fs £554,071,100 £1,297,819,700 
Colonial govern- 


ment loans .. 6,000,000 13,870,700 
Foreign govern- 

ment loans .. 15,000,000 nil 
British municipal 

IGE RACE Gl rreiaes 495,000 nil 
British railways. 1,679,000 nil 
Foreign railways. 384,000 nil 
Mining cos.— 

Australian .. 7,500 nil 

Other mines .. 15,000 nil 
Merchants, etc.. 102,500 nil 
Manufacturing. . 1,449,300 1,377,900 
PRISER Sane winless 15,600 3,100 
OU ad fie a Deite te. aes 1,573,500 1,125,000 
Iron, coal, steel, 

BGC) pe aki eee 1,275,000 881,500 
Plectric lighting, 

power, tele- 

graphs, etc. .. 102,400 214,000 
Tramways and 

omnibus ..... nil 100,000 
IMOEONS)isuecd seca = 381,300 554,200 
Gas and water.. 16,400 nil 
Hotels, theaters, 

CUCH <dete sates) sic. 7,000 nil 
PALCMtS Sys eis iasle sy . 27,000 nil 
Docks and ship- 

(HS Ny chicas 800,000 nil 
Banks and insur- 

AICO Ns shes eveiie.e ce 275,000 1,500,000 

Miscellaneous 1,259,800 1,149,900 


£585,436,400 £1,318,596,000 


New York Earnings 


Revenues of the Metropolitan Carriers 
Show Increase, but the Net Income 
Stands Still 


Operating expenses, taxes and inter- 
est costs are still eating up gains in op- 
erating revenues. One indication of this 
is the reports of electric railways oper- 
ating in New York City. Returns to 
the Public Service Commission for the 
First District show that the financial 
results for the quarter ended Sept. 30, 
1917, with changes from 1916 were as 
follows: 


Railway 


operatin 
revenues cree 896,188,616 *$2,518,396 
Operating expenses. 14,804,537 *1,804,977 
Net corporate in- 
AG TILGIRM chee ciel sere 2,261,221 F721 


*Increase. jfDecrease. 


The railway operating revenues of 
the Hudson & Manhattan Railroad for 
the quarter ended Sept. 30 amounted to 
$1,016,368, an increase of $100,749; net 
corporate income, $104,940, an increase 
of $7,279. Interborough Rapid Transit 
Company—operating revenue, $8,909,- 
808, an increase of $519,719; net corpo- 
rate income, $628,673, a decrease of 
$619,727. Manhattan surface roads, in- 
cluding the New York Railways, the 
Third and Second Avenue lines and oth- 
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er carriers—operating revenue, $5,404,- 
480, an increase of $945,231; net corpo- 
rate income, $285,176, an increase of 
$440,782. Brooklyn Rapid Transit Sys- 


-tem—operating revenue, $8,288,813, an 


increase of $484,505; net corporate in- 
come, $1,176,738, an increase of $37,015. 
Bronx surface roads, including the 
Yonkers and Westchester lines—operat- 
ing revenues, $1,472,270, an increase of 
$518,819; net corporate income, $54,717, 
an increase of $192,906. Queens sur- 
face roads (except B. R. T.)—operating 
revenue, $743,151, a decrease of $39,- 
706; net corporate deficit, $32,395, a de- 
crease of $22,655. 


Milwaukee Purchase 
Proposed 


Electric Railway & Light Company De- 
sires to Take Over Light, Heat & 
Traction Company 


The Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., has 
filed an application with the Wisconsin 
Railroad Commission for authority to 
purchase the equipment and business of 
the Milwaukee Light, Heat & Traction 
Company, the property of which it now 
operates. 


How THE CoMPANY Is CAPITALIZED 


The company says in its petition that 
it has negotiated for the purchase of 
the property for $12,271,321. It is set 
forth in the petition that the bonded in- 
debtedness of the Milwaukee Light, 
Heat & Traction Company is $4,921,493. 
The company owes the Milwaukee Elec- 
tric Railway & Light Company the sum 
of $4,502,167. It has outstanding in 
notes unpaid the sum of $600,000. Other 
liabilities aggregate $113,969. The Mil- 
waukee Electric Railway & Light Com- 
pany proposes to issue $2,312,716 in 
common stock, with which to make up 
the purchase price of the property, the 
purchasing company assuming the 
bonded indebtedness and other liabili- 
ties of the company. 


PROPERTY VALUE $12,271,321 


The valuation of the property of the 
Milwaukee Light, Heat & Traction Com- 
pany is based on that made by the Wis- 
consin Railroad Commission on Jan. 1, 
1914, plus $2,100,681 spent on improve- 
ments and betterments since that date. 
The petition sets forth that the true 
value of the property to be purchased is 
$12,271,321, subject to the funded debt 
of $4,921,493 and the other outstanding 
liabilities, and the petition concludes 
with the prayer that the Milwaukee 

Mectric Railway & Light Company be 
authorized to purchase the property at 
the price named and to issue additional 
stock to the value of $2,312.716. 


HEARING TO BE HELD SOON 


The Railroad Commission will hold a 
hearing on the petition within a short 
time. 

The Milwaukee Electric Railway & 
Light Company has also filed a petition 
for authority to issue $4,000,000 of 
bonds for the purpose of refunding 
bonds soon to fall due. 
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Changes in Missouri Line 


Several New Directors and a New 
Chairman of the Executive Com- 
mittee Elected 


The annual meeting of the Kansas 
City, Clay County & St. Joseph Rail- 
way, the Missouri Short Line; was held 
in Kansas City on Jan. 14 at which time 
changes in the board of directors and 
the executive committee were made as 
noted below: 

Thomas A. Reynolds, formerly chair- 
man of the executive committee, has 
been elected vice-president of the Na- 
tional City Company. He has resigned 
as a director of the railway and as 
chairman of the executive committee. 
Allen G. Hoyt, New York, was elected 
a director, and was also elected chair- 
man of the executive committee suc- 
ceeding Mr. Reynolds. C.C. Chappelle, 
New York, has resigned from the ex- 
ecutive committee. William L. McKee, 
New York, succeeds Mr. Chappelle on 
the committee. Robert Maydock was 
elected a director of the company suc- 
ceeding Clement R. Ford, Boston, Mass., 
who has gone to war. Others of the 
thirteen directors were re-elected. The 
officers of the company re-elected were 
as follows: Phillip Saltonstall, presi- 
dent; John R. Harrigan, vice-president 
and general manager; William S. Tuley, 
secretary and treasurer. 


A Turn for the Better _ 


Stockholders of Central California Com- 
pany Assessed, but Prospects for 
Future are Greatly Improved 


The directors of the Central Califor- 
nia Traction Company, San Francisco, 
Cal., have imposed an assessment of $5 
a share on the 1,000,000 of preferred 
and 2,675,300 shares of common stock 
outstanding. This assessment, which is 
payable immediately, becomes delin- 
quent on Feb. 25, with March 20 as the 
sale day. A letter to the shareholders 
gays: 

PROSPECTS FOR THE FUTURE 


“After years of unprofitable opera- 
tion, due to unjust jitney competition 
and other reasons, the business has 
taken a turn for the better. Jitneys 
have been regulated and an agreement 
between our company and its bondhold- 
ers has become effective, which reduces 
their interest demands. Our freight 
tonnage alone has increased about 35 
per cent over previous years. As a re- 
sult, for the first eleven months of the 
last calendar year, instead of a loss of 
$88,101 during a corresponding period 
in 1916, we show a profit of $6,011. We 
must further increase the earnings of 
the company. 

“The government has asked our as- 
sistance in moving freight to, and re- 
lieving traffic on, trunk lines now under 
its control. To do this we must increase 
our equipment, improve our trackage 
and restore our credit by paying some 
of the floating indebtedness. These are 
the reasons that have actuated the 
board of directors in levying the $5 as- 
sessment.” 
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News Notes 


$2,700,000 New Cleveland Stock.—Sub- 
ject to approval of the State Utilities 
Commission, the Cleveland (Ohio) Rail- 
way soon will offer to holders of record 
as of March 1, an issue of $2,700,000 
new stock at par pro rata. The right to 
subscribe is to expire on March 15. 


Move to Dismiss Receivership Suit.— 
A motion has been made in the United 
States District Court at St. Louis, Mo., 
by the United Railways, that city, and 
other defendants looking toward the 
dismissal of the suit filed by J. W. Sea- 
man, seeking a receivership for the 
company. The company maintains that 
Mr. Seaman has alleged no valid cause 
for naming a receiver. 


New Issues for Kansas City Railways. 
—The Kansas City (Mo.) Railways has 
been authorized by the Missouri Public 
Service Commission to issue $1,151,830 
of additional capital stock. This amount 
represents the improvements which have 
been made since May 1, 1915. The com- 
mission has also authorized the com- 
pany to refund $6,588,400 of 5 per cent 
bonds with two-year gold notes bearing 
6 per cent interest and dated Feb. 1, 
1918. 


New West Penn Power Notes.—A. B. 
Leach & Company, Halsey, Stuart & 
Company and the Continental & Com- 
mercial Trust & Savings Bank, Chicago, 
are forming a syndicate to underwrite a 
new issue of $1,500,000 two-year 7 per 
cent collateral gold notes of the West 
Penn Power Company. The new issue is 
to provide funds to complete the install- 
ation of power-generating machinery at 
the company’s new plant at Windsor, 
W. Va., and for other purposes. 


Rights and Privileges Sold. — The 
trackage and rights of the old San 
Angelo (Tex.) Power & Street Railway 
Company have been sold by the city of 
San Angelo to the San Angelo Light & 
Power Company for a cash considera- 
tion of $600. The property of the old 
traction company recently came into 
possession of the city of San Angelo 
under an agreed judgment of the Tom 
Green County District Court. The pur- 
chase secures for the new street rail- 
way of San Angelo all the trackage 
rights and other privileges owned by 
the old company. 

Beech Grove Line to Be Continued.— 
The Beech Grove (Ind.) Traction Com- 
pany, which operates an electric railway 
between Indianapolis and Beech Grove, 
has continued in business. An arrange- 
ment has been made whereby Guy Rut- 
ledge, who had been operating a line of 
jitney buses between the city and Beech 
Grove, discontinued the bus line and be- 
came superintendent of the railway. A 
receiver was recently appointed for the 
company, as noted in the ELECTRIC 
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RAILWAY JOURNAL of Dec. 15, and it is 
said that affairs are working out well 
under the receivership. 


Springfield (Ill.) Deal Disapproved.— 
The Board of Public Utility Commis- 
sioners of New Jersey has denied the 
application of the Union Rai:way, Gas 
& Electric Company to absorb the 
Springfield Railway & Light Company. 
Both are holding corporations, chartered 
in New Jersey, but the interests involved 
are mostly in Illinois, Indiana and Wis- 
consin. By the terms of the application 
the Springfield company would cease 
to exist and the stock would be can- 
celled, and the capital of the Union 
company, which is $15,000,000, would 
not have been increased. 


Meeting Bay State Coupons.—The 
committee representing the holders of 4 
per cent refunding bonds due in 1954 of 
the Boston & Northern Street Railway 
and the Old Colony Street Railway, 
controlled by the Bay State Street Rail- 
way, Boston, Mass., have completed ar- 
rangements whereby the amount due on 
the Jan. 1, 1918, coupons will be ad- 
vanced by the depositary to depositing 
bondholders. Although receiver’s cer- 
ticates have been authorized for pay- 
ment of this interest the sale of these 
has been delayed, and it has been 
deemed advisable to make the foregoing 
arrangement. 


Unprofitable Road to Be Sold.—The 
property of the Parkersburg & Ohio 
Valley Electric Railway, Parkersburg, 
W. Va., is to be offered for sale at auc- 
tion on Feb. 28 at Parkersburg. The 
sale is scheduled to take place at the 
Federal court house at 10 a.m. V. B. 
Archer is the special commissioner who 
will conduct the sale. The road extends 
from Sistersville to Friendly, a distance 
of 5 miles. It has been doing an un- 
profitable business, and last December 
Charles E. Williams, receiver of the 
company, in a petition to the United 
States District Court at Parkersburg, 
recommended that the line be disman- 


tled and its effects sold at public auc- | 


tion. 

Proposed Reorganization Upheld.— 
Judge M. T. Dooling in the United 
States Court at San Francisco, Cal., on 
Jan. 24 decided against the contention of 
two holders of the underlying bonds. of 
the Northern Electric Railway, Chico, 
Cal., that they should be allowed better 
terms than were accorded them by the 
new reorganization plan. Proceeds 
from the sale are planned to be dis- 
tributed as follows: 16 per cent to the 
holders of $6,000,000 of overlying 
bonds; 59 per cent to the holders of 
$8,800,000 of underlying bonds on the 
main line; 12% per cent to the holders 
of $750,000 in bonds on the Sacramento 
& Woodland branch, and 12% per cent 
to the holders of the $750,000 bonds on 
the Marysville & Colusa branch. 


Lancaster Consolidation Proposed.— 
Application has been filed with the Pub- 
lic Service Commission at Harrisburg 
for approval of the consolidation of 
seven Lancaster Counvy electric rail- 
ways into a new corporation, to be 
known as the Conestoga Traction Com- 


pany. The companies to be merged are 
Lancaster Traction Company, Lancas- 
ter Railway, Lancaster City Railway, 
Lancaster & Lititz Railway, Columbia 
& Ironville Railway, Columbia & Don- 
egal Railway and the present Cones- 
toga Traction Company, which is a 
subsidiary of Lancaster County Rail- 
way & Light Company, having an au- 
thorized capital of $1,500,000 of com- 
mon stock and $1,000,000 of 5 per cent 
cumulative preferred stock. 


Financial Readjustment Likely.—It 
is reported that a new company is to 
be formed to take over the St. Paul 
(Minn.) Southern Electric Railway and 
to extend it after the war through 
southern Minnesota. The Interurban 
Construction Company held $360,000 or 
a majority of the first mortgage bonds 
of the company. There are said to be 
$72,000 of second mortgage bonds out- 
standing. Payment of interest on the 
first mortgage bonds was defaulted last 
summer. Committees of both classes of 
bondholders were then formed and a re- 
adjustment of the finances without the 
need of foreclosure now appears to be 
in prospect. ; 

Changes in Lewisburg Property.— 
According to information just now 
available, the property of the Lewisburg 
& Ronceverte Electric Railway, Lewis- 
burg, W. Va., was last June placed in 
the hands of R. M. Sell as receiver. 
This action followed an application to 
the Public Service Commission for per- 
mission to discontinue operation and 
abandon the line, the application being 
contested before the regulatory body. 
In the autumn certain business men in 
Lewisburg purchased the stock, as- 
sumed the liabilities and continued op- 
eration without the receiver. On Jan. 5, 
the property was sold under a trust 
deed held by local banks, and the same 
business men bought the road at a sum 
sufficient to cover all indebtedness. 


Board Opposed to Lease Agreements. 
—Holding that the rental paid by the 
Morris County Traction Company, Mor- 
ristown, N. J., to the Morris Railroad 
for about 2% miles of lines between 
Madison and Morristown is unreason- 
able and inequitable, the Board of Pub- 
lic Utility Commissioners has refused 
to approve a trackage agreement en- 
tered into between the two companies 
on Oct. 2, 1913. The fact that this 
agreement had not been previously sub- 
mitted to the board for approval as re- 
quired by statute, was brought to light 
last November in the course of a hear- 
ing upon the application of the traction 
company for the approval of an issue 
of income debenture bonds. Before 
passing upon the proposed bond issue, 
the commission insisted that the com- 
pany should seek approval of the track- 
age agreement. This was done on Dec. 
5 last. The commission says that all 
expenses of operation should be borne 
directly by the traction company, if 
that company was to be credited with 
the entire amount of operating revenue, 
inasmuch as it would be practically im- 
possible to determine what proportion 
of the gross operating revenues was 
assignable to the railway property. 
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_General Relief Petition 


Utilities of Illinois Consider Putting 
Their Case Before Commission in 
a General Application 


One or two conferences have been 
held between the Public Utilities Com- 
mission of Illinois and representatives 
of important operating utilities, the re- 
sult of which has been an informal un- 
derstanding that the commission will 
entertain a blanket petition from all of 
the public service companies in the 
State asking for some sort of emergen- 
cy relief because of abnormal war con- 
ditions. Should such relief be granted 
by the commission it is then understood 
that each individual case will be inves- 
tigated by the commission and the just- 
ness of the new charges will ke decided 
by that body. 

It is regarded as likely that a blan- 
ket petition will be presented to the 
commission by the Illinois Electric As- 
sociation as representing the electric 
light and power companies in Illinois 
the Illinois Electric Railway Associa- 
tion as representing the railways and 
the Illinois Gas Association as repre- 
senting the [Illinois gas companies. 
Meanwhile, applications have been filed 
with the commission by certain subsidi- 
aries of the Illinois Traction Company 
asking for specific relief. These peti- 
tions are referred to elsewhere on this 
page, the names of the individual ap- 
plicants and other facts being given. 


APPEAL TO PUBLIC FOR SQUARE DEAL 


All three of the associations men- 
tioned previously have united in a direct 
newspaper appeal to the public of the 
State to give the utilities a fair deal in 
the matter of rapidly increasing costs 
of operation with a steady and unflex- 
ible revenue account. They point out 
that the utilities should be protected 
against losses which will ensue if they 
are not permitted to earn a revenue 
commensurate with their greatly in- 
creased operating expenses. The appeal 
has appeared in a number of prominent 
Illinois daily papers. It brings out per- 
tinent facts with which a fair minded 
public should be acquainted if it is to 
see that the utility companies have a 
fair and impartial trial before the bar 
of public opinion. 


High Water Stops Traffic 


High water from the Ohio River 
caused the practical suspension of oper- 
ation on all interurban lines in the vi- 
cinity of Cincinnati on Feb. 1. Water 
invaded the power station of the In- 
terurban Railway & Terminal Company 
at Coney Island and the lines to New 
Richmond, Bethel and Lebanon were 
rendered idle. Service on the Cincin- 
nati, Georgetown & Portsmouth Rail- 
way between Mount Washington and 


Cincinnati was abandoned, although op- 
eration over the remainder of the line 
was maintained. Tracks of the Cincin- 
nati, Lawrenceburg & Aurora Electric 
Street Railway were inundated in sev- 
eral places, but cars were kept in op- 
eration to Lawrenceburg. Aurora serv- 
ice was abandoned. Electric railway 
service in Cincinnati was interrupted, 
but every effort was made by the trac- 
tion companies to handle passengers 
over the flooded points. 


Another Fare Increase Allowed 
in Illinois 

The Public Utilities Commission of 
Illinois has authorized a substantial in- 
crease in the fares of the Chicago & 
West Towns Railway, Chicago, Ill. 
The revised schedule was based upon a 
valuation of the road’s property, but 
the usual careful field check was dis- 
pensed with. The evidence showed that 
the road was in the hands of a receiver, 
had never paid dividends, that the in- 
terest on the funded debt and receiver’s 
certificates had not been met, and that 
there was little chance for the road 
earning a fair return upon any sum ap- 
proximating a reasonable value. The 
order says, in part: 

“From the foregoing it seems clear 
that petitioner has for many years fur- 
nished service to these communities 
without an adequate return upon its in- 
vestment. To such a return it undoubt- 
edly has right, and it seems only fair 
that opportunity be given petitioner to 
earn increased revenues by means of 
increasing the rates to be charged for 
its services.” 

The increased cost of material and 
supplies and of wages was considered 
in fixing the increased rates. 


Advance in Class Rates 


The Interstate Commerce Commis- 
sion has ordered that the rates as speci- 
fied in the recent application of the Cin- 
cinnati, Georgetown & Portsmouth Rail- 
road, Cincinnati, Ohio; Fort Wayne & 
Northern Indiana Traction Company, 
Fort Wayne, Ind., and Fort Wayne & 
Decatur Traction Company, Decatur, 
Ind., be approved for filing without for- 
mal hearing. The companies petitioned 
the commission to approve the filing of 
class and commodity rates similar to the 
present effective steam railroad rates 
in the same territory for like distances 
which were established in conformity 
with the previous decision of the com- 
mission. This the commission approved 
on the ground that the rates proposed 
for the electric lines would result in a 
greater uniformity of charges in the 
territory affected. It is said that the 
new tariff for the electric railway” 
means an advance in general of abou: 
15 per cent. 
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I. T. S. Seeks Increases 


Railway, Light and Power, and Gas 
Companies All Apply for Permission 
to Advance Charges 


An increase in the rates for city rail- 
Way service, as well as for electric 
lighting and gas service, is asked for in 
a petition filed by thirteen subsidiary 
companies of the Illinois Traction Sys- 
tem, Peoria, Ill. The bill was presented 
to the Public Utility Commission of 
Illinois on Jan. 31. Henry I. Green, 
Urbana, Ill., counsel for the companies, 
filed the bill. A straight 5-cent fare is 
asked in every community served by 
railways except Jacksonville and Cairo, 
where a 6-cent rate is asked. The elim- 
ination of all coupon books and quan- 
tity sale of tickets at reduced rates is 
also included in the bill. The increase 
in electric lighting service proposed is 
from 6 to 20 per cent, depending upon 
the community, while an increase of 
from 5 to 25 cents per 1000 cu. ft in 
gas rates is asked. 


THE THIRTEEN APPLICANTS 


The companies uniting in the bill are 
the Peoria Railway, the Quincy Railway, 
the Urbana & Champaign Railway, Gas 
& Electric Company, the Urbana Light, 
Heat & Power Company, the Clinton 
Gas & Electric Company, the Cairo 
Electric & Traction Company, the 
Bloomington & Normal Railway & 
Light Company, the Danville Street 
Railway & Light Company, the Decatur 
Railway & Light Company, the Jack- 
sonville Railway & Light Company, the 
Galesburg Railway, Lighting & Power 
Company, the Northern Illinois Light & 
Traction Company, Ottawa, and the 
Madison County Light & Power Com- 
pany, Edwardsville. 


EMERGENCY INCREASE ASKED 


The petition recites that owing to the 
present abnormal conditions caused by 
the war the companies are in need of 
immediate relief in the form of in- 
creased rates for all public utility serv- 
ice rendered. The companies request 
further that the commission grant the 
emergency increase at the present time 
with a hearing at the discretion of the 
commission at a later date, when the 
local conditions affecting each company 
will be taken up. The companies agree 
to abide by the decision of the commis- 
sicn, and if any of the proposed rates 
are found unjustified they agree to 
make rebates to the consumers. Sep- 
arate schedules are filed in the case of 
each company. 


HEARING SET ror FeEs. 19 


The commission has set Feb. 19 as 
the date for the hearing upon the peti- 
tions filed by the thirteen companies 
previously mentioned for an increase in 
rates. 

After a full hearing in the case of the 
Danville Street Railway & Light Com- 
pany, Danville, the commission has is- 
sued an order permitting the company 
to eliminate ticket fares. Heretofore 
eleven tickets were issued for 50 cents 
by the Danville company, or 100 tickets 
for $4. 


ELECTRIC RAILWAY JOURNAL 


Failure of Service in Waterbury 


Connecticut Commission Sounds Note of Warning—Commission and 
Public Expect Results Despite Unfavorable Conditions 


As a result of its inquiry in the serv- 
ice furnished by the Connecticut Com- 
pany in Waterbury the Public Utilities 
Commission has issued the following 
order: 

“The Connecticut Company is hereby 
ordered and directed to furnish and pro- 
vide at least forty cars suitable for win- 
ter service in and for electric railway 
service in the city of Waterbury and its 
suburban lines, on or before Feb. 5, 
1918, and to furnish and provide eight 
additional cars for such service on or 
before Feb. 12, 1918, and within fifteen 
days thereafter to furnish and provide 
at least an additional 20 per cent of 
the number of cars hereby required, to 
insure reasonably adequate electric 
railway facilities for said service. 

“The Connecticut Company is further 
ordered and directed on and after March 
1, 1918, to maintain at least fifty-eight 
cars in good serviceable condition for 
said service.” 

In its finding the commission said: 

“On Jan. 23, 25 and 26 a member of 
this commission was in Waterbury, ex- 
amining into service conditions of the 
Connecticut Company. On Jan. 28 the 
Aldermanic committee of the city of 
Waterbury held an informal conference 
with the commission, relative to the 
Connecticut Company service in that 
city. During the last few days the com- 
mission has written to and had inter- 
views with officials of said company, 
pertaining to said service. 


SERVICE COLLAPSE 


“From all of the foregoing it appears 
and is found that there has been a gen- 
eral breaking down—in fact, almost a 
collapse, of the electric railway service 
in Waterbury during the last week, and 
that the partial service now being ren- 
dered is wholly inadequate to the. pub- 
lic need. 

“Ordinary service conditions in Wa- 
terbury require at least twenty-four 
cars in commission during normal serv- 
ice hours and at least forty-eight cars 
in commission during the so-called rush 
hours. The, maximum number of cars 
in.commission during some of the days 
of the last week, including rush hours, 
did not exceed: fourteen. 

“The inadequacy of service is due to 
lack of proper maintenance of cars and 
equipment and lack of sufficient cars 
in serviceable condition for operation. 
We further find that the Connecticut 
Company has sufficient cars capable of 
being put into serviceable condition for 
winter use in the city of Waterbury. * 

“Owing to the condition which the 
Connecticut Company has permitted its 
plant and equipment to arrive at in 
Waterbury, and owing to the imperative 
demands for immediate relief, we deem 
it advisable to issue an order based on 
the facts already familiar to the com- 
mission, without the delay of formal 
petition and public hearing. We there- 
fore ask the Connecticut Company to 
waive any informality and to accept the 


finding as an official and binding order 
of this commission, and immediately 
after receipt thereof to notify this com- 
mission of its acceptance.” 


CoMPANY HELD RESPONSIBLE 


The letter of the. commission to the 
company read in part as follows: 

“Unusual conditions require unusual, 
special and even drastic efforts and 
remedies to meet them successfully. In 
this crisis of corporate and national 
emergency, an added duty and obliga- 
tion rests upon your company, an obli- 
gation which is not met in the ordinary 
slow routine of applying the usual rem- 
edies, but by the prompt exercise of 
every possible and extraordinary means 
that may be used to correct the situation 
and prevent a similar recurrence at 
Waterbury or elsewhere in your terri- 
tory. 

“It appears from what information 
this commission has at hand, that the 
present principal difficulty in Water- 
bury is a general breaking’ down of the 
rolling stock, motors, etc., and the im- 
perfect condition of roadbed (due large- 
ly to winter storms) for successful op- 
eration. This is a condition that proper 
care and maintenance would have large- 
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‘ly if not wholly prevented, and under 


ordinary circumstances would be entire- 
ly inexcusable. 

“A person or corporation undertak- 
ing to do business at the present time, 
under the abnormal conditions, must be 
prepared to meet these conditions and 
compete with all adverse circumstances. 
This is particularly true of a utility 
company, especially when such company 
has had no financial handicaps placed 
upon it by public regulation. 

“Our commission is very much dis- 
turbed over what has happened in Wa- 
terbury and what may happen in 
Bridgeport and other populous centers 
unless immediate and extraordinary 
remedies are applied. We insist upon 
and shall expect the Connecticut Com- 
pany to use every means within its 
power promptly to restore at least nor- 
mal service in Waterbury, to safeguard 
and improve its service generally, and 
to be so prepared to meet the abnormal 
conditions and demands as to prevent 
elsewhere any such breakdown as now 
exists in Waterbury. 

“We realize the difficulties confront- 
ing the company and say what we have 
said in a friendly but authoritative man- 
ner and will be glad to co-operate or 
counsel with you if you desire, bearing 
in mind the familiar adage, ‘Action 
speaks louder than words,’ and that re- 
sults are what our commission and the 
public have every reason to expect.” 


North Carolina Roads Need More Reverie 


Informal Conference to Consider How Best to Secure Increased Reve- 


nues—Publicity 


Representatives of the electric rail- 
ways in North Carolina met at Greens~ 
boro on Jan. 24 on call of Robert Lee 
Lindsay, vice-president and general 
manager of the Durham Traction Com- 
pany, and spent the entire day consid- 
ering ways and means of increasing 
the revenues. That the revenues need 
to be increased at the very earliest 
possible moment was agreed, but the 
manner of accomplishing this was the 
question which received the most seri- 
ous consideration. 

The conference was an informal one, 
but for the purpose of proceeding in an 
orderly manner Mr. Lindsay was elected 
chairman and Leake Carraway, director 
of publicity for the Southern Public 
Utilities Company, Charlotte, secretary. 
The representatives of each railway in 
attendance spoke of conditions prevail- 
ing in his city and pointed out the ne- 
cessity for increased revenues. 


RATES RAISED IN GREENSBORO 


Charles B. Hole, president of the 
North Carolina Public Service Com- 
pany, with headquarters at Greens- 
boro, reported that he had placed the 
real situation frankly before the com- 
missioners of his city, and that the 
commissioners had voted to allow the 
railway to withdraw from sale all re- 
duced-rate or special-rate tickets, des- 
pite the fact that the franchise of the 
company specified that certain special- 


to Play Its ‘Part 


rate tickets mist be furnished by the 
company. He had proved that unless 
the rules requiring the. sale of tickets 
were rescinded the company would con- 
tinue to lose money. It was President 
Hole’s opinion that when a railway 
went to the law-making body of a city 
with clean hands and showed the ne- 
cessity for relief, there would be no 
difficulty in securing that relief. Mr. 
Hole advertised in the daily press the 
real situation that confronted the rail- 
way, and the people offered no objec- 
tion to the action of the commissioners 
in allowing the withdrawal of special 
rates. He estimated that the with- 
drawal of the special-rate tickets would 
at least make it possible for the com- 
pany to break even. The flat fare for 
Greensboro was referred to previously 
in the ELECTRIC RAILWAY JOURNAL for 
Jan. 19, page 158. 

Mr. Lindsay reported that no special 
rates were in effect at Durham, but that 
his company was considering the advis- 
ability of making a charge for trans- 
fers. He admitted, however, that the 
layout of his system was such as to 
raise some doubt about the advisability 
of this procedure. 

H. H. Carr, vice-president and gen- 
eral manager of the Carolina Light & 
Power Company, Raleigh, expressed the 
opinion that immediate relief was nec- 
essary and that, while a publicity cam- 
paign to acquaint the people with the 
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facts might be a good thing, railways in 
general could not wait the result of 
such procedure before asking for re- 
lief. He urged that the entire matter 
_ be laid before the State Corporation 
Commission at the earliest possible mo- 
ment, with a request for some ruling 
which would prevent the further loss 
of money. 

It was finally determined, however, 
to begin at once for the entire State a 
systematic campaign of educational 
publicity similar to that conducted by 
the Southern Public Utilities Company 
for the last three years. An arrange- 
ment was made for exchange of adver- 
tising matter between companies. 


I. T. S. Flat Fare 


Gn Feb. 11 Company Will Place in 
Effect Recently Allowed Two- 
Cent Rate 


The new passenger tariffs recently 
approved by the Public Utilities Com- 
mission of Illinois will be inaugurated 
by the Illinois Traction System on its 
electric railway lines on Feb. 11. 

The tariffs, which have been filed, 
provide for basing ticket fares at 2 
cents per mile, and the discarding of 
the former 5-cent zone system. In its 
application to the commission the com- 
pany showed that the new method of 
basing passenger fares would not in- 
crease the revenue and that all fares 
would be practically the same as at 
present, except that the change would 
remove certain discriminations estab- 
lished by the old zone system of collec- 
tion. 

Under the new tariffs the company is 
also authorized to collect 2% cents per 
mile from passengers who pay a cash 
fare aboard the train, where they board 
the train at an open agency station. 
This is the same rule observed by steam 
railways, except that their cash fare 
charge is 3 cents per mile... The com- 
pany anticipates that this rule will -en- 
courage buying of tickets at the sta- 
tions and thereby greatly relieve con- 
ductors, who are now especially bur- 
dened because of war tax collections re- 
quired on all cash fares. For the con- 
venience of passengers whose destina- 
tions is a regular crossroads stop the 
company will place a new form of ticket 
in all agency stations. 


Will Appeal Portland Case 


The city attorney of Portland, Ore., 
will appeal to the courts from the re- 
cent order of the Public Service Com- 
mission, granting the Portland Railway, 
Light & Power Company the right to 
charge a 6-cent fare. Commissioner 
Kellaher introduced a resolution in the 
City Council, asking permission to en- 
gage another attorney to assist in the 
case, and setting forth that “there ex- 
ists among the citizens of Portland a 
fixed belief that the action of the Pub- 
‘lie Service Commission is antagonistic 
to the interests of the citizens, and per- 
mits the company to violate its contract 
obligations, and is illegal and void.” 


Efforts Bent Toward Relieving Buffalo Traffic 


More Intensive Use of Belt Line, Electrification of That Line in Imme- 
diate Future and Construction of Subways Urged 


Immediate construction of a system 
of subway terminals in the congested 
business section of Buffalo, N. Y., is 
recommended by the municipal traffic 
board appointed by the Mayor to in- 
vestigate the electric railway problem. 
Plans for the proposed subways and 
subway: terminals have been prepared 
by the city engineer and the recom- 
mendations have the approval of the 
new street railway commission’ and 
members of the City Council. 

John C. Brackenridge, who has been 
engaged by the municipal authorities 
to investigate traffic conditions on local 
lines of the International Railway, has 
been asked to consider the proposed 
subway plans and to report as quickly 
as possible to the Council. It is pro- 
posed that the subways be constructed 
by the city and leased to the Interna- 
tional Railway at a figure which would 
carry the interest charges and eventu- 
ally retire the bonds. 


Two SHoRT SUBWAYS SUGGESTED 


Two short subway systems have been 
suggested with loading terminals at 
Lafayette Square and Niagara Square 
in the heart of the retail shopping dis- 
trict. Cars would enter the subway on 
the east side of Main Street at a point 
about four blocks from Main Street and 
would continue through the subway to 
a point about four blocks west of 
Main Street. Loops would be con- 
structed under Lafayette Square and 
Niagara Square and loading terminals 
would be built‘at these points. All 
eastbound and westbound surface tracks 
would be removed in the downtown sec- 
tion and the only tracks would be north 
and south. Thomas Penney, vice-presi- 
dent and general counsel of the Inter- 
national Railway,.is a member of the 
municipal traffic board which presented 
the plans for the proposed subway. 

In addition to making this recom- 
mendation, the board criticised the gen- 
eral layout of the company’s lines. It 
said that the haphazard connection of 
lines at the time competing companies 
were absorbed in Buffalo was partly 
to blame for the present traffic situa- 
tion. The general revision of electric 
railway trackage throughout the city 
is recommended. 

The recommendations of the munici- 
pal traffic board are separate from the 
investigation of the electric railway 
problem now being made by Mayor 
George S. Buck and the municipal rail- 
way committee under the direction of 
Mr. Brackenridge. At the last meet- 
ing of the railway committee, the city 
attorney was directed to inquire into 
the procedure necessary to bring an 
action in the Supreme Court of Erie 
County to abrogate the franchise of 
the International Railway. In addi- 
tion Mr. Brackenridge was instructed 
to find out what orders and recom- 
mendations of the Public Service Com- 
mission had been ignored by the rail- 
way. 


In another report to the City Council 
on traffic questions Mr. Brackenridge 
said that the police department. should 
make every effort to stop the wrecking 
of cars at industrial plants. He pointed 
to two specific instances where windows 
were broken and rolling stock otherwise 
damaged by passengers who were .un- 
able to board cars at the Pierce-Arrow 
Motor Company plant. 


ELECTRIFICATION OF BELT 
LINE URGED 


Electrification of the double-track 
steam belt line service around Buffalo 
is recommended by Mayor Buck. Sev- 
eral conferences have already been held 
by the Mayor with officials of the New 
York Central Railroad in regards to 
the electrification of the belt line serv- 
ice but no agreement hasbeen reached. 
The Chamber of Commerce has sent an 
appeal to Director General of Railroads 
McAdoo urging him to require the New 
York Central Railroad Company to put 
on additional trains to carry workers 
to and from the large war industries in 
the district that is served by the com- 
pany. 

In replying to charges made by the 
Mayor, E. J. Dickson, vice-president of 
the International Railway, sent a long 
statement to the municipal railway 
commission showing how the company 
was making every effort to handle the 
transportation problem resulting from 
recent severe snow storms and the loss 
of forty-seven cars in the Forest 
Avenue carhouse fire. In his state- 
ment Mr. Dickson said: 

“While the number of crippled cars 
is still large, we installed 244 pairs of 
wheels during the week ending Jan. 25; 
822 armatures and 847 fields. In ad- 
dition we ‘have extra men inspecting 
motors, controllers, truck brakes and 
car bodies. All worn parts are being 
rapidly replaced. Many cars are out 
of service due to car-door failures, but 
we are now inclosing door mechanism 
with canvas shields. We have also had 
a large number of failures from broken 
journals and truck parts which were 
due to an accumulation of ice outside 
of the rails.” 


TYPES OF CARS DESTROYED 


In explaining the types of equipment 
destroyed in the Forest Avenue car- 
house, Mr. Dickson said that twenty- 
five cars were of the double-end type, 
the heaviest cars operated by the com- 
pany on its city lines; eighteen were of 
the near-side pay-as you-enter type and 
three were of a small size double-end 
type. Two large snowplows, two track 
Sweepers and one work car were also 
destroyed. Mr. Dickson told the com- 
mittee he did not believe it would be 
practicable to operate open cars be- 
cause of the extreme cold weather. The 
members of the committee were assured 
by Mr. Dickson that they would be kept 
informed weekly of the condition of the 
company’s equipment. 
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Meeting an Emergency 


Open Cars to Be Operated for Ship 
Works As a Means of Immediate 
Relief 


The Public Service Commission for 
the First District of New York, on the 
application of Capt. C. S. Bookwalter, 
district officer of the United States Ship- 
ping Board, has issued permission to 
the Richmond Light & Railroad Com- 
pany to operate open cars for the trans- 
portation of shipbuilding workers from 
St. George, S. I, to the shipbuilding 
plants on the north shore of Richmond. 
The company has all of its other equip- 
ment in use, and in view of the present 
emergency the commission agreed to 
permit the operation of the open cars 
for the transportation of the thousands 
of ship workers. The full regular equip- 
ment of the company will be left in serv- 
ice for the conveyance of the regular 
passenger traffic of the line and efforts 
will be made to restrict the use of the 
open cars solely to the shipbuilders. 
The commission gave its approval on 
motion of Commissioners Charles Bulk- 
ley Hubbell, after ex-Justice William L. 
Ransom, counsel to the commission, had 
stated that the company did not have 
sufficient closed cars to meet the abnor- 
ma] demand. 


Puts Song into His Work 


Minneapolis Has a Ragtime Conductor 
Who Has Set the City to Singing 
His Rhymes 


The left gate in; the right gate out, 
And you've really nothing to worry about. 


Thus blithely caroled “No. 1260,” rag- 
time conductor on the Chicago and 
Fremont line. Not alone is “1260” 
urbane, polite and watchful, but he is 
entertaining. Women with fretful chil- 
dren wait for him; tired business men 
greet him with a smile and young girls 
chew their gum blissfully and try to 
remember his rhymes. Commonplace 
is discarded by the rhythmic “1260,” for 
he is the true poet, seeking to scatter 
bits of happy and timely roundelay as a 
part of his daily toil. 

The car approaches a transfer point: 


Ladies and gents, this is the time : : 
To change cars here for the Hennepin line 


suggests “1260.” Some one lagged a 
bit getting aboard: 


Come on, good folks—don’t be slow, 
Hop on the car—come on—let’s go, 


is his admonition. 
As the Chicago avenue curve is ap- 
proaching, comes then the caution: 


A curve is coming—to prevent mishap, 
All those standing—grab a strap. 


An old lady stood in the aisle, and 
near her a young mother with a child; 
“1260” threw a sharp glance in their 
direction, thought a second, and sang: 


The gents will stand and the ladies sit down, 
And we'll all be polite in this man’s town. 


Starting through the car, the happy 
“1260” reminded: 


The conductor is coming to get your fare, 
A nickel is needed—a dime for a pair. 


Take one trip with ragtime “1260” 
and you’ll always wait for his car. 
“Some” conductor—‘“some”  songster. 
—Minneapolis News. 
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Skip-Stop Trial in Des Moines.—The 
Des Moines (Iowa) City Railway is giv- 
ing’ the skip-stop plan a month’s tryout 
on its University line. 


One-Man Cars for Short Seattie Line. 
—The Seattle & Rainier Valley Rail- 
way, Seattle, Wash., has petitioned the 
City Council for permission to operate 
six reconstructed one-man cars. The 
petition has been referred to the public 
utilities committee. 


Will Eliminate One Hundred Stops.— 
City Commissioner William Burk, of 
Trenton, N. J., and City Engineer Ab- 
ram Swan have been selected by the 
City Commission to pass judgment upon 
the list of 100 stops the Trenton & 
Mercer County Traction Corporation 
intends eliminating to increase further 
the efficiency of its local service in the 
city of Trenton. 


Metal Tickets for Dallas. — Metal 
tickets to be used by the Dallas (Tex.) 
Railways have been received by the 
company. They will be used as soon as 
the new cash fare boxes can be in- 
stalled. The company received metal 
discs of three sizes, one for the 
regular tickets now sold at twenty-two 
for $1, one for the half-fare students’ 
tickets and one for the regular half 
fare tickets for children under twelve 
years of age. 


Accident in Champaign.—A car of the 
Illinois Traction System which stalled 
on the University Avenue crossing of 
the Illinois Central Railroad, Cham- 
paign, Ill., was struck in the center by a 
freight train, pushed over the crossing 
and turned upon its side. All but two 
of the nine passengers were on the 
south side of the car, and to this is at- 
tributed the fact that there were no fa- 
talities. Two men were seriously but 
not dangerously hurt. 


Increase Asked by Marion Company. 
—The Marion & Bluffton Traction Com- 
pany, Bluffton, Ind., has filed a petition 
with the Public Service Commission of 
Indiana asking authority to increase its 
rates for passenger fares from 2 cents 
a mile to 2% cents a mile. The com- 
pany has also asked authority to dis- 
count the round-trip fare to the extent 
of 5 per cent of the total charge of the 
fare both ways. It would charge 2 
cents a mile for commutation books un- 
der this petition. : 


No Unrestricted Jitneys in Portland. 


—The City Council of Portland, Ore., on 
Jan. 23 agreed to support a proposal to 
submit the question of the operation of 
jitneys in Portland to a vote of the peo- 
ple at a special election in April. This 
action was taken after Commissioner 
Kellaher had received no support from 
the Council in his move to turn the jit- 


Vol. 51, No. 6 


neys loose at once, free of all regula- 
tion, as a result of the recent action of 
the Portland Railway, Light & Power 
Company in raising the city fare to 6 
cents. 

Crosstown Service Abandoned.—The 
Des Moines (Iowa) City Railway has 
abandoned crosstown service. For sev- 
eral years the company maintained 
crosstown service east and west. De- 
lays in the service and the proposed 
rebuilding of lines this spring caused 
R. G. Smock, city railway supervisor, to 
recommend to the officials of the com- 
pany that the crosstown service be 
eliminated. Lines are now operating 
individually on the Fair Grounds-Doug- 
las Avenue and the Ingersoll-Valley 
Junction routes. 


Free or Donation Buses Allowed.— 
According to an ordinance passed by 
the City Council of Tacoma, Wash., re- 
cently, free or donation buses will be al- 
lowed to operate in that city. The ordi- 
nance provides that all operators of the 
free or donation jitneys shall take out 
permits from the city clerk’s office, and 
shall keep on file a bond of $2,500. No 
fare is fixed, patrons or the buses do- 
nating whatever they please. The or- 
dinance defining and regulating the new 
form of transportation in Tacoma was 
introduced by Mayor A. V. Fawcett. The 
measure received the unanimous vote of 
the Council. 


Something a Little Different.—The 
uniform of the women employed on the 
cars of the Manhattan & Queens Trac- 
tion Corporation, Long Island City, 
N. Y., is of navy blue cloth with a dis- 
tinctly military cut, resembling the 
dress uniform coat of the Marine Corps 
though without the brass buttons. The 
collar is ornamented by gold initial let- 
ters of the company. There’is a mili- 
tary cap and skirt to match the coat. 
The skirt is short enough to permit 
quick movements. Most of the other 
surface and tunnel lines are affecting 
a khaki uniform with wrap leggings 
for the young woman conductor or 
guard. 


Increase in Fares for Washington 
Buses.—After careful consideration of 
the suggestions submitted in writing 
and of all the testimony adduced at a 
public hearing in regard to the opera- 
tion of motor vehicles in Washington, 
D. C., the Public Utilities Commission 
of the District recently decided: 
“First, that the rate of fare to be 
charged by the operators of such motor 
vehicles should be increased; second, 
that this increased rate should apply 
within a definite area approximating 
that embraced within a radius of 4 
miles from the White House; third. 
that an /additional fare should be 
authorized to points outside of said 
area; fourth, that so much of Order 
No. 224 relating to the use of certain 
streets in the congested business area 
be amended so as to permit the streets 
mentioned therein to be used by motor 
vehicles during the hours of non-rush 
traffic on the electric railway lines.” 
The commission entered an order on 
Jan. 2 in accordance with the finding at 
which it arrived. 


February 9, 1918 


HELBCRRIC RATT WAY JOURNAL 


O. P. Chubbuck, superintendent of 
shops of the Illinois Traction System at 
Decatur, has resigned. 


James A. Connell has been appointed 
auditor of the Albany (N. Y.) Southern 
Railroad, to succeed T. H. Blaikie. 


J. S. Murphy has been appointed su- 
perintendent of the power station of the 
Ithaca (N. Y.) Traction Corporation to 
succeed C. B. Hudson. 


H. F. Vokes has been appointed chief 
engineer of .the Auburn & Syracuse 
Electric Railroad, Auburn, N. Y., to 
succeed D. E. Crouse. 


Robert S. Tomkins has been appoint- 
ed assistant treasurer of the Public 
Service Railway, Newark, N. J., to suc- 
ceed Robert D. Miller, deceased. 


Edward Fitzgerald has been ap- 
pointed roadmaster of the Central New 
York Southern Railroad Corporation, 
Ithaca, N. Y., to succeed J. J. Welch. 


George Baker, formerly general su- 
perintendent of the Buffalo & Lake 
Erie Traction Company, Buffalo, N. Y., 
has been appointed assistant general 
manager of the company. 


Seymour Van Santvoord, Troy, chair- 
man of the Public Service Commission 
for the Second District of New York, 
retired from the commission on Feb. 1 
by virtue of the expiration of his term. 


J. R. Savage has been promoted from 
the position of chief engineer of the 
Long Island Railroad, New York, N. Y., 
and subsidiary companies to that of 
general manager, to succeed J. A. 
McCrea. 


L. V. Morris has been appointed chief 
engineer of the Long Island Railroad, 
New York, N. Y., and subsidiary com- 
panies to succeed J. R. Savage, who has 
been appointed general manager of thie 
company. 

Weldon F. Weston has been elected 
first vice-president of the Mount Bea- 
con-on-Hudson Association, which op- 
erates a cable incline railway to the top 
of Mount Beacon, N. Y. He succeeds 
Albert Merrill. 


M. H. Aylesworth, a member of the 
Public Utilities Commission of Colora- 
do, has been appointed assistant to S. 
R. Inch, the newly-elected vice-president 
of the Utah Light & Power Company, 
Salt Lake City. 

James Harmon has been appointed 
safety manager for the Kentucky Utili- 
ties Company, the Interstate Public 
Service Company and other adjacent 
Middle West Utilities Company proper- 
ties, with offices in Louisville, Ky. 

Thomas F. Fennell, Elmira, has been 
named by Governor Whitman to suc- 
ceed Seymour Van Santvoord as chair- 
man of the Public Service Commission 
of the Second District of New York. 
He is now a Court of Claims judge. 


Franklin T. Griffith, president of the 
Portland Railway, Light & Power Com- 
pany, Portland, Ore., has been selected 
for the position of State Director of the 
United States Public Service Reserve, 
by I. W. Litchfield, associate director of 
the service. 


W. C. Swisher, supervisor of safety 
of the Denver (Col.) Tramway, has re- 
signed to assume the position of gen- 
eral claims attorney for the Kansas 
City (Mo.) Railways. He has been an 
employee of the tramway since June, 
1910, and the work of his department 
has been very effectively handled under 
his direction. Mr. Swisher was born 
at New Madison, Ohio, in 1878. After 
he was graduated from the University 


W. C. SWISHER 


of Michigan in 1900, Mr. Swisher went 
te Colorado and began the practice of 
jaw in Victor. The following year he 
became connected with the Rock Island 
Railroad. He served in the office of the 
general claims attorney at Chicago, and 
two years later was transferred to 
Santa Fe. He was later appointed 
claim agent for the Texas lines, with 
headquarters at Amarillo, where he re- 
mained until September, 1909. Upon 
his departure from the Denver Tram- 
way, officials of the company presented 
Mr. Swisher with a wrist watch as an 
expression of the good fellowship which 
has always existed between Mr. Swisher 
and his associates there. 

Sydney L. Wright, president of the 
New Jersey & Pennsylvania Traction 
Company, Trenton, N. J., which con- 
trols the Trenton, Lawrenceville & 
Princeton Railroad, has been elected 
president of that company to succeed 
W. R. Wright. 

J. D. Barnhart, formerly master me- 
chanie at the Granite City shops of the 
Illinois Traction System, has been ap- 
pointed superintendent of shops of that 
company at Decatur, in charge of re- 
pairs to all interurban equipment, suc- 
ceeding O. P. Chubbuck. 
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Emil G. Séhmidt, president of the 
Des Moines (Iowa) City Railway and 
the Interurban Railway, Des Moines, 
has been made vice-president of the 
German-American Patriotic Association, 
organized at Des Monies by the Iowa 
State Council of Defense. 


Joseph W. Folk has sent to the Inter- 
state Commerce Commission his resig- 
nation as the commission’s chief coun- 
sel, to take effect before Feb. 15. Mr. 
Folk will return to his home in St. 
Leuis to become general counsel of the 
Chamber of Commerce there. 


A. F. Smith has been appointed en- 
gineer of maintenance of way of the 
Lehigh Valley Transit Company, Allen- 
town, Pa., and the Phillipsburg (N. J.) 
Transit Company and the Easton (Pa.) 
Transit Company, subsidiary companies, 
to succeed Charles E. Jenkins. 


George W. Strack, Jr., who has been 
a member of the bureau of safety’s force 
of the Middle West Public Utilities 
Company, Chicago, Ill., for four years, 
has been made safety agent for the Cen- 
tral Illinois Public Service Company, 
controlled by the Middle West com- 
pany. 

Robert Tillman Johnson, inspector in 
charge of transportation of the Owens- 
boro (Ky.) City Railway, has been ap- 
pointed superintendent of the com- 
pany. He succeeds G. Raymond Milli- 
can, who has been made superintendent 
of the properties of the Evansville 
(Ind.) Railways. 


Roy Crandall, publicity agent for the 
Buffalo (N. Y.) General Electric Com- 
pany, has been appointed advertising 
agent for the International Railway, 
Buffalo. This is a new position created 
by E. G. Connette, president of the 
company. Mr. Crandall will continue 
with the Buffalo General Electric Com- 
pany. He was formerly engaged in 
newspaper work. 


W. E. Titus, whose appointment as 
superintendent of the Easton (Pa.) 
Transit Company was noted in the 
ELECTRIC RAILWAY JOURNAL for Dec. 1, 
1917, will act in a similar capacity with 
the Phillipsburg (N. J.) Transit Com- 
pany, both companies being controlled 
by the Lehigh Valley Transit Company, 
Allentown, Pa. Mr. Titus succeeds 
H. H. Patterson with both companies. 


George H. Losey, assistant general 
superintendent and electrical engineer 
for the Indiana Railways & Light Com- 
pany, Kokomo, Ind., has resigned to be- 
come connected with the Great Ameri- 
can Refining Company at Tulsa, Okla. 
Mr. Losey has been with the Kokomo 
company for the last ten years in vari- 
ous engineering capacities. He started 
in the meter department and advanced 
through a line of promotions. He was 
graduated in the electrical engineering 
course at Purdue University. 


R. W. Tassie, who has been assistant 
electrical engineer of the Havana Elec- 
tric Railway, Light & Power Company, 
Havana, Cuba, has been promoted to 
the position of electrical engineer, suc- 
ceeding C. H. Sanderson. In his pres- 
ent position Mr. Tassie has charge of 
the electrical and commercial engineer- 
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ing work of the company. During the 
last six years, since he went to Havana, 
he has occupied several positions with 
the company leading logically to his 
present one. Mr. Tassie, who is a na- 
tive of Australia, came to this country 
to study electrical engineering and 
graduated in the course in this subject 
at Cornell University in 1909. In his 
senior year he was elected to the Sigma 
Xi Society, an indication of his ability 
in scientific work, and he was very 
active in the Cosmopolitan Club, which 
is a powerful organization at Cornell. 
He has also recently been transferred 
to the grade of member in the Amer- 
ican Institute of Electrical Engineers. 


Obituary | 


Richard L. Jennings, a former super- 
intendent of the old Brooklyn City Rail- 
road, now included in the Brooklyn 
Rapid Transit System, is dead. He was 
latterly in the real estate business, but 
had been retired for some years. Mr. 
Jennings was born in Iowa eighty-six 
years ago. He entered railroad work in 
Brooklyn more than sixty years ago. 
He is said to have sent the first car out 
under electrical power in Brooklyn. Al- 
together, Mr. Jennings was connected 
with railroading for forty-five years. 
He was a Civil War veteran. 

William Temple Emmet, a member 
of the Public Service Commission of the 
Second District of New York since 
March, 1914, died on Feb. 4. He was 
State Superintendent of Insurance for 
two years, beginning in February of 
1912. Mr. Emmet was born in New 
Rochelle in 1869, was educated at St. 
Paul’s School, Concord, -N. H., and at 
Columbia University. He was admitted 
to the bar in 1891. He practiced in New 
Rochelle for several years and then 
opened an office in New York. He was 
active in politics both in and out of 
Tammany Hall for a number of years, 
but was defeated for the State Senate 
from the Bronx in 1903. 

Fernand de Tranaltes, assistant engi- 
neer of construction of the New York 
(N. Y.) Railways, is dead. Mr. Tra- 
naltes was forty-nine years old. He 
was graduated at Cooper Union with 
honors and began active service as ley- 
eller on the Union Pacific Railroad, lat- 
er returning to New York to engage as 
engineer with the contracting firm of J. 
D. & T. E. Crimmins. In August of 
1890 Mr. Tranaltes began on the pre- 
liminary surveys for the Broadway ca- 
ble road and continued in the engineer- 
ing corps of the railway during the con- 
struction of Broadway, Columbus Ave- 
nue and Lexington Avenue cable roads 
until about 1895, when he was recom- 
mended by the president of the railway 
to put through the construction of the 
electric railways on Staten Island. Aft- 
er completion of this work Mr. Tra- 
naltes resumed work with the railway 
engineer corps of the New York Rail- 
ways on construction. 
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Construction News Notes are classified un- 
der each heading alphabetically by States. 

An asterisk (*) indicates a project not 
previously reported. 


Franchises 


Tulsa, Okla.—Because of the opposi- 
tion of First Street property owners 
to the construction of an interurban 
line on that thoroughfare, the Mayor 
and Board of City Commissioners re- 
fused to take any definite action in the 
matter of granting or denying the re- 
quest of the Oklahoma Union Railway 
for a franchise through the city for the 
Sapulpa-Collinsville line. The board is 
willing to submit the matter to a vote 
of the people. In that case a decision 
will be rendered at either the primary 
or city election, both of which are held 
in April. 

Chester, Pa.—Application has been 
made to the City Council of Chester by 
the Chester & Philadelphia Railway for 
permission to lay additional tracks on 
Crosby and Fourth Streets to relieve 
the traffic congestion which exists on 
the line between Chester and Philadel- 
phia. 


| 
| Track and Roadway 


Arkansas Northwestern Railroad, 
Bentonville, Ark.—The Benton Chan- 
cery Court has issued an order directing 
the Arkansas Northwestern Railroad to 
remove its tracks and ties’in Benton- 
ville. Operation was suspended on this 
line some time ago. 


Pacific Electric Railway, Los Angeles, 
Cal.—Surveys. have been begun by the 
Pacific Electric Railway for an exten- 
sion to connect the line from South Los 
Angeles with the line to El Segundo. 


Connecticut Company, New Haven, 
Conn.—Plans are being considered by 
the Connecticut Company for the ex- 
tension of its Dixwell Avenue line in 
Hamden. 

*Macon, Ga.—It is reported that gov- 
ernment engineers are surveying along 
the right-of-way of the old Macon & 
Augusta Railroad to Camp Wheeler, 
about 5 miles. 


Peoria & Chillicothe Electric Rail- 
way, Peoria, Il]—At the annual meet- 
ing of the Peoria & Chillicothe Electric 
Railway held recently, assurance was 
given by officials of the company that 
the line between Peoria and Chilli- 
cothe will be built as soon as steel and 
materials can be purchased. E. A. 
Mitchell, Chillicothe, was _ re-elected 
president; John F. Lynch, vice-presi- 
dent; W. E. Emery, secretary; A. H. 
Black, assistant secretary, and E. A. 
Mitchell, treasurer. [April 28, ’17.] 


Des Moines (lowa) City Railway.— 
The 1918 extensions to be made by the 
Des Moines City Railway were recently 
decided upon at a conference between 
jthe city engineer, the city car super- 
visor and W. L. Wilson, engineer main- 
tenance of way of the company, as fol- 
lows: The Crocker Street line will be 
extended on Twenty-fourth Street from 
Ingersoll Avenue to Center Street; on 
Center from Twenty-fourth to Thirty- 
first, on Thirty-first from Center Street 
to Crocker Street, on Crocker Street 
from Thirty-first to Forty-seventh 
Street. The Walker Street line will be ex- 
tended from East Twenty-fourth Street 
to Twenty-ninth Street. The Euclid 
Avenue line will be extended on Second 
Street to Amherst Street, on Amherst 
from Euclid Avenue to Hull Avenue, on 
Hull Avenue to East Ninth. 

Inter Urban Railway, Des Moines, 
Iowa.—Construction has just been com- 
pleted of an additional mile of double 
track by the Inter Urban Railway on 
its Camp Dodge line. There remain but 
3 miles of construction to make the 
entire line to Camp Dodge double- 
tracked. 

Ware & Brookfield Street Railway, 
Ware, Mass.—J. Edward Brooks, presi- 
dent of the Ware & Brookfield Street 
Railway, ordered the discontinuance of 
operation on the Gilbertville and West 
Brookfield divisions on Feb. 3, as the 
line has been a losing proposition. 

St. Paul Southern Electric Railway, 
St. Paul, Minn.—If the tentative’ plan 
for the reorganization of the St. Paul 
Southern Electric Railway goes through 
the. likelihood is that the road will be 
extended through Southern Minnesota. 


Trenton & Mercer County Traction 
Corporation, Trenton, N. J.—The City 
Commission has requested the Trenton 
& Mercer County Traction Corporation 
to remove its feed wires and ‘cables 
running from the power house on Lin- 
coln Avenue to North Clinton Avenue 
and install them underground. The 
commission asks that the work be done 
as soon as the weather permits. 


Batavia (N. Y.) Traction Company. 
—It is reported that the Batavia Trac- 
tion Company is considering the ex- 
tension of its line to Horseshoe Lake. 

Brooklyn (N. Y.) Rapid Transit Com- 
pany.—At the direction of Borough 
President Maurice E. Connolly, work 
has begun on) the completion of plans 
for the extension of a crosstown trolley 
line. fromthe Williamsburg Bridge 
plaza in Brooklyn to the Queensboro 
Bridge plaza in Long Island City. In the 
preparation of these plans he has direct- 
ed that consultation be had with the 
officials of the Brooklyn Rapid Transit 
Company and of the Manhattan & 
Queens Traction Company, both of 
which may join in the operation of the 
line if it is built. As soon as the plans 
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are completed application will be made 
to the Board of Estimate and the Pub- 
lic Service Commission for a franchise. 
It is proposed that the line start at the 
Williamsburg Bridge plaza and extend 
to Driggs Avenue, to Manhattan Ave- 
nue, to Greenpoint Avenue and here 
cross the Blissville Bridge to Van Dam 

Street, and through Van Dam Street to 
the Queensboro Bridge plaza. 

_ Pittsburgh (Pa.) Railways.—An or- 
der was made in Common Pleas Court 
on Feb. 1 requiring the Pittsburgh Rail- 
ways to remove its tracks and trolley 
poles from two lots owned by it on Cali- 
fornia Avenue, and an injunction was 
issued restraining the company forever 
from placing tracks, poles or buildings 
within 40 ft. of California Avenue. 

Columbia (S. C.) Railway & Naviga- 
tion Company.—This company has com- 
pleted a survey for its contemplated in- 
terurban railway from Columbia, via 
Lexington and Saluda, to Greenwood, 
S. C., about 75 miles, but construction 
is deferred. 


Dallas (Tex.) Railway.—Rails are 
en route to Dallas in sufficient quantity 
to allow for the extension of the Second 
Avenue and of the Colonial Avenue 
railway lines of the Dallas Railway. 
These extensions have been approved 
by the city and are expected to be the 
first the company will make under its 
new status with the city. The date of 
the arrival of these shipments, how- 
ever, is problematical under the present 
condition of transportation lines. It is 
proposed to double-track Second Ave- 
nue from Parry Avenue to the city 
limits and to double-track Colonial Ave- 
nue, where the double-track now ends, 
to the city limits. All of the trolley 
wire on its Oak Cliff line is being re- 
placed by new wire. 


Houston (Tex.) Municipal Railway.— 
It is reported that the Houston Mu- 
nicipal Railway will build a 60-ft. plate 
girder bridge, 400 lin. ft. of standard 
trestle and 1000 lin. ft. of temporary 
trestle in connection with its proposed 
4-mile line from a connection with the 
International & Great Northern Rail- 
road to the plant of the Sinclair Gulf 
& Refinery Company. R. E. Sands, city 
engineer. [Jan. 26, ’18.] 


San Angelo Power & Street Railway, 
San Angelo, Tex.—The property of the 
San Angelo Power & Street Railway 
has been sold by the city of San Angelo 
to the San Angelo Light & Power Com- 
pany. It is expected that the line will 
be placed in operation during this year. 


San Antonio, San Jose & Medina Val- 
ley Interurban Railway, San Antonio, 
Tex.—The operation of electric cars 
has been temporarily discontinued by 
the San Antonio, San Jose & Medina 
Valley Interurban Railway, which op- 
erates a line between San Antonio and 
San Jose, and the company is operat- 
ing automobiles until it can arrange 
finances for rebuilding the track and 
equipment. 


Puget Sound Traction, Light & Power 
Company, Seattle, Wash.—A large del- 
egation of citizens of West Seattle 
recently appealed to the City Council 


for better car service, with the sugges- 
tion of the construction of a railway 
line on Avalon Way, shortening the 
route of the Faunteleroy line, and cut- 
ting out a number of stopover switches. 
Several years ago, the Council granted 
the Puget Sound Traction, Light & 
Power Company a franchise on Avalon 
Way. This was vetoed by Mayor Cot- 
terill, who was in office at that time. A 
second application was withdrawn by 
the company when Youngstown citizens 
filed objections. The situation has now 
changed so that the line can be built 
without interfering with Youngstown 
service. The delegation stated that the 
company has agreed to build the ex- 
tension, if a franchise can be secured. 
Seattle, (Wash.) Municipal Railway. 
—It is expected that operation of the 
Seattle Municipal Railway, Division A, 
into Ballard, over the Fifteenth Avenue 
N. W. bridge, will be begun during this 
month. Upon the opening of this ex- 
tension municipal cars will be operated 
on Fourth Avenue.as far as the County- 


.City Building at Jefferson Street, by 


common-user agreement with the 
Seattle & Ranier Valley Railway. Be- 
cause of the light construction of the 
Loyal Heights Electric Railway, which 
has been taken over by the city, it will 
be impossible to operate the city’s large 
cars over that line, so that between the 
County-City Building and the north 
erminus at Thirty-second Avenue N. W. 
ayd West Highty-fifth Street there will 
be a transfer of passengers to and from 
large and small cars at West Sixty- 
seventh Street and Twenty-second Ave- 
nue N. W. 


Puget Sound Electric Railway, Ta- 
coma, Wash.—On the Tacoma-Puyallup 
Short Line of the Puget Sound Electric 
Railway the damage done by recent 
floods and washouts was so serious that 
it may cause either rebuilding or aban- 
doning the line. When the Short Line 
was built the company constructed 
breakwaters and strengthened the river 
banks to protect the interurban bridge 
near Tacoma. Pierce County later put 
through some improvements altering 
the channel of the river at this point, 
but took no precautions to protect this 
channel from future changes. The late 
floods cut an entirely new channel, how- 
ever, destroying the approach, wrecking 
the bridge and leaving it stand useless 
over the abandoned channel. The loss 
is so great that the company now fears 
that it may have to abandon the Short 
Line, although this has not been defi- 
nitely settled. 

Tacoma (Wash.) Municipal Railway. 
—It is reported that the Tacoma Mu- 
nicipal Railway will be double-tracked 
from the east end of the viaduct to the 
Todd shipbuilding plant. Operation 
has been begun over the Taylor Way 
extension of the line from Eleventh 
Street on Taylor Way to Lincoln 
Avenue. 

Lewisburg & Ronceverte Electric 
Railway, Lewisburg, W. Va.—The prop- 
erty of the Lewisburg & Ronceverte 
Railway has been taken over by local 
interests, and it is stated the line will 
be extended into Lewisburg. 


Shops and Buildings 


=) 


Southern Pacific Company, Los An- 
geles, Cal_—Plans are being made by the 
Southern Pacific Company for the re- 
modeling of its timber-preserving plant 
at West Oakland, Cal., at an estimated 
expenditure of $350,000. The improve- 
ment includes the reconstruction of the 
track layout, the filling in of a portion 
of the bay to provide room for expan- 
sion and the installation of modern tim- 
ber-treating equipment. 

Georgia Railway & Power Company, 
Atlanta, Ga.—Work has been begun by 
the Georgia Railway & Power Company 
on the construction of a new passenger 
station at Camp Gordon. 


Lake Shore Electric Railway, Cleve- 
land, Ohio.—It is reported that the Lake 
Shore Electric Railway is considering 
the construction of a new interurban 
station at the present site on Erie Ave- 
nue, Lorain. Plans drawn up some time 
ago by the company call for a $65,000 
station. 

Philadelphia, Pa.—Sealed proposals 
will be received by the Department of 
City Transit, William S. Twining, di- 
rector, until 12 o’clock noon on Feb. 14 
for the following work appurtenant to 
the Frankford Elevated Railway: Con- 
tract No. 541—Plumbing installations 
in station buildings at Torresdale Ave- 
nue and Tioga Street; Contract No. 542 
—Electric installations in station build- 
ings at Torresdale Avenue and at Tioga 
Street. Copies of plans and specifica- 
tions may be obtained upon deposit of 
$10, to be refunded upon return of 
plans. 

Wheeling (W. Va.) Traction Com- 
pany.—The Bay Island carhouse of the 
Wheeling Traction Company, contain- 
ing twenty-nine double-truck passenger 
cars and one work car, was destroyed 
by fire on Feb. 4. The company will 
replace the equipment at once. 


Power Houses and 


Substations 


Chicago, Milwaukee & St. Paul Rail- 
way, Chicago, Ill.— The substation of 
the Chicago, Milwaukee & St. Paul 
Railway at Cle Elum has been complet- 
ed, and is ready for the machinery. The 
structure is 104 ft. x 75 ft., of concrete 
and brick. It will house two generator 
sets, two transformers and a complete 
set of switches to receive and distribute 
100,000 kw. 

Quincy (Ill.) Railway.—This com- 
pany has installed a new 1000-hp. boiler 
in its power house. 

Brooklyn (N. Y.) Rapid Transit Com- 
pany.—The proposed addition to its 
generating station at Kent Avenue and 
Division Street, which the Brooklyn 
Rapid Transit Company proposes to 
erect, will be about 275 ft. x 303 ft., one 
and six stories high. The cost of the 
addition is estimated at $500,000. 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS 
FOR THE MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


- MARKET QUOTATIONS - 


BUSINESS ANNOUNCEMENTS. 


Snow and Ice Removal Equip- 
ment in Brisk Demand 


Electric Roads Seemingly Slackers in 
Storm Preparedness—Scrapers, 
Cutters, Torches on Call 


Surprising as it may seem, and ac- 
cepting the word of several manufac- 
turers and sales agents for the fact, 
the electric railways are as a rule poor- 
ly equipped to combat snow and sleet 
storms. Makers of this equipment add 
that orders for snowplows are usually 
placed in the spring or early summer, 
with deliveries in the late fall. Emer- 
gency calls are evidently not reckoned 
upon, for it is seldom that any snow- 
plows are kept in stock. This winter, 
however, the demand was abnormal, 
and purchasing agents and traffic super- 
intendents appeared to be dumfounded 
when, on inquiry, they found no plows 
were to be had until the regular selling 
season. This practice is ascribed to 
trade usage. 

Other snow-fighting and ice-clearing 
equipment was on the market, however, 
and judging from reported sales a live- 
ly business was transacted. A company 
that specializes on good roads apparatus 
states it has had a very large demand 
for its snowplow attachment. In fact, 
this concern frankly says: “We stocked 
up with a very good supply of attach- 
ments. The demand, however, owing 
to heavy snowstorms that have pre- 
vailed in all sections of the country, 
has been abnormal. At the present time 
we are almost entirely out of stock. 
We are likely to do quite a lot of busi- 
ness within the next month or two.” 

Every appliance that would clear 
away snow and ice has sold this year 
more quickly than for many years. 
Serapers and cutters were especially 
in demand. A _ horse-drawn machine, 
that removes snow as the wheeled and 
drag road scraper does in handling dirt, 
has been particularly efficacious on 
railways in city streets. The manu- 
facturer said if conditions had- been 
norma] and he could have secured ma- 
terials promptly, he would have sold 
several times as many machines as he 
was able to put out. “Unfortunately,” 
he continued, “conditions this winter 
have operated to make it a difficult mat- 
ter to do business. It has been hard 
to get materials, and the continual 
freight embargoes have made it almost 
impossible, in many cases, to deliver 
goods.” 

Yet another device, that is selling 
better than for many years, is a cutter 
of flanged teeth that can be attached 
to the under side of the snowplow beam. 
The attachment cuts down the devil- 
strip of ice between the tracks to a 


point that will clear the motor boxes, 
and thus save energy and wear and tear 
on the boxes and ears. It is said to be 
used to a great extent on New Eng- 
land traction roads. It is designed for 
city street track work. There has been 
no advance in price since May last. De- 
liveries are shipped out of stock—made 
up in off season—and go via express, 
unless embargoes intervene. 


THAWING OUTFIT SALES LARGE 


Torches or thawing outfits have also 
been on brisk call. A company special- 
izing on these goods states they are 
adapted for thawing out frogs, switches, 
derails, throw rods, air brakes and 
switch boxes, also melting ice from in- 
terlocking plants, pipe line and pipe 
carriers, brake beams and fenders. The 
last advance of 10 per cent in price was 
made on Dec. 1 last. Raw material is 
hard to obtain. Deliveries are fair—in 
two or three weeks by express now, 
when shipments are accepted. A long- 
er time is required when special sizes 
are ordered, although five standard pat- 
terns are carried. 

One maker of sleet cutters, of which 
mention was recently made in the 
ELECTRIC RAILWAY JOURNAL, observed 
that in his experience few electric roads 
take the obvious precaution of keep- 
ing a stock in their carhouses for im- 
mediate use when necessary. They take 
a chance. This condition or frame of 
mind is further illustrated in the case 
of one of the Eastern roads. When the 
late snow storms tied up its track the 
two snowplows of the company were too 
small—totally inadequate—to meet the 
emergency. Its cars could make no 
headway on the snow-filled roadbed and, 
in several instances, were stalled all 
night with belated passengers aboard. 
The Public Service Commission subse- 
quently recommended the purchase of 
six efficient snowplows. 


Car Wool Waste Higher 


Supply and Delivery in Fair Condition 
—China Chief Source 


Car wool waste, on certain grades, 
was advanced 1 to 2 cents a pound on 
Feb. 1. The supply is fairly good. With 
the close of the Russian and Mediter- 
ranean markets, the chief source of raw 
material, China is now the main re- 
lance for the cheaper wools obtained 
from the fleece of its long hair goats. 
This description of waste is used for 
packing car journals, and it must there- 
fore be superior in quality to cotton 
waste. The grade with a long staple 
is the best, and this is a by-product in 
the manufacture of the cheaper carpet 
wools and yarns. Deliveries are fair. 


Devices for Averting Trouble 
with Frozen Air Brakes 


Severe Cold Weather Has Increased 
Sales—More Widely Known and 
Used This Winter 


Any device adapted to keeping equip- 
ment in operative condition at this time 
has seasonal interest. Manufacturers 
of an “air rectifier,” which is a device 
for overcoming what is known in rail- 
way work as “frozen air” in air brake 
systems, report it as commanding un- 
common sale during this unusually se- 
vere winter. Briefly, the device auto- 
matically supplies to the air-pipe sys- 
tem, when needed, the requisite amount 
of alcohol, or a similar non-freezing 
liquid, in the form of a vapor or spray. 
This lowers the freezing temperature 
of the fluids or vapors in the pipes and 
cylinders and keeps them from clog- 
ging. 

This year the distributors of the 
device advise that recent orders have 
been received from the Omaha & Coun- 
cil Bluffs Street Railway; Gary & In- 
terurban Railroad; Charles City Rail- 
way; Springfield (Mass.) Street- Rail- 
way; Terre Haute, Indianapolis & 
Eastern Traction Company; East St. 
Louis & Suburban Railway; New York 
State Railways; Lincoln Traction Com- 
pany; Mahoning & Shenango Railway 
& Light Company, and the .Lacka- 
wanna & Wyoming Valley Railroad. 
The Philadelphia Rapid Transit Com- 
pany is also reported as testing the 
system. Prices have not been increased 
recently and deliveries are subject to 
the embargoes in the Eastern terri- 
tory. 

The manufacturers of a_ widely- 
known air brake have an entirely dif- 
ferent method of obviating frozen 
brakes, consisting of auxiliary pipes 
or air-storage tanks, with which elec- 
tric surface cars are equipped. New 
as well as old rolling stock, on which 
air brakes are installed, may be so 
fitted up. This appliance has been in 
active demand throughout the winter 
and particularly now; and its use is 
increasing throughout New York 
State, Pennsylvania, New England, the 
Middle West and Northwest—wherever 
low or freezing temperatures are en- 
countered. /The coils, in connection 
with the cylinder or reservoir, keep 
the brakes in workable condition at all 
degrees of cold, as they are automatic 
in action. No change in prices has oc- 
curred, and deliveries are as de- 
pendable as freight congestions every- 
where will permit, the very conditions 
that make for better business having 
greatly delayed delivery. However, this 
complaint is general 
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Car Equipment Material Moving Along Better Lines 


Advance in Prices—Deliveries Blocked by Embargoes—Business 
- Outlook Far from Pessimistic 


Reports from many sources are more 
encouraging than for months before, 
and an observer finds it difficult to es- 
cape the conviction that business with 
manufacturers and distributors of rail- 
way material and accessories is improv- 
ing. It is evident that traction com- 
panies have been reducing their buying 
disbursements to a minimum in order 
to make as favorable a financial state- 
ment as possible at the end of the year. 
A number of representative firms in 
the east state that January was better, 
from a selling point of view, than any 
month in the preceding half year. In 
car equipment and supplies buying is 
along more liberal lines, if such a term 
is permissible under existing conditions. 
Shipments in the Eastern territory are 
practically at a standstill on account of 
the embargoes from Pittsburgh to the 
seaboard. Deliveries are consequentiy 
problematical. 

Transformers, converters, controllers 
and motors, with no change in price, are 
not deliverable under five months. Cir- 
cuit breakers have been going up from 
time to time, the last advance being on 
Nov. 27. Some types have remained 
untouched, and no further increase in 
price is anticipated for the present at 
least. Sales are reported as heavy by 
a leading manufacturer, especially for 
large capacity breakers. Car hood break- 
ers are selling fairly well, principally 
for replacements, maintenance and 
breakages. Deliveries are from three 
to four months slow, the embargoes be- 
ing extremely bothersome along the At- 
lantic seaboard. Express shipments are 
from three to four times longer in 
reaching destination than normally! 

A widely-known manufacturer of cir- 
cuit breakers and other staples in elec- 
tric railway accessories, while declar- 
ing the demand was strong, added the 
plant was so filled up with war material 
products of a special character that no 
orders for breakers were being ac- 
cepted or even considered. Deliveries 
are behind six to eight months, and 
other railway appliances here on deliv- 
ery fourteen months. The situation is 
deplorable in this respect, but it is be- 
yond remedy just now. 


CarR HEATERS HIGHER. 


Recently a 10 per cent advance was 
put into effect on a certain make of car 
heaters, but heretofore the price in the 
experience of this firm, had not followed 
the upward revisions in the metal mar- 
ket. Deliveries by this concern are or- 
dinarily from four to five weeks, either 
by freight or express. Shipments are 
suspended by the blanket embargo. In 
one instance this concern offered a large 
quantity of heaters to a railroad com- 
pany for shipping eight times, to have 
it refused. Goods are ready to go out 
from the factory in a few days, but 
transportation facilities are lacking. A 
rush order for a Connecticut point was 
sent from New York by auto truck, the 
consignee paying all expenses. Suf- 


ficient raw material is in stock, accord- 
ing to this producer, to take care of or- 
dinary business; but if a large order 
came along it would be impossible to 
fill on guaranteed delivery. The cost 
of resistance wire is now said to be 
from 300 to 400 per cent higher than 
normally and difficult to obtain. 


AIR-BRAKE DEMAND NORMAL. 


Air-brake conditions are said to be 
almost normal so far as demand and 
supply figure. Several fairly large or- 
ders are being looked upon as certain 
to materialize in due course for replace- 
ments caused by the recent loss of roll- 
ing stock of several companies by fire 
and other accidents. The market in 
traction air brakes is active when the 
purchase of new cars is contemplated 
or decided upon, a situation the present 
time does not reflect. No price advances 
have been made since October last and 
none is anticipated. Standard brakes 
are promptly deliverable out of stock, 
providing shipping facilities are avail- 
able. On special sizes deliveries are 
at the convenience, to a considerable 
extent, of the factory. 

For gears and pinions a brisk de- 
mand is reported. Traction lines usu- 
ally carry a pretty fair stock, but sales 
are steady. No change in quotations 
are furnished, the difficulty being in 
getting material. Labor is the most 
troublesome factor at present. Skilled 
workmen are scarce. Deliveries are be- 
hind from five to six months and even 


a year. Goods go out as soon as fabri- 
cated. There is no reserve stock to 
draw on. In this line buying has been 


improving, the last half of January 
having been much better than the first 
two weeks. The outlook is also prom- 
ising, an opinion probably based on a 
few railways having been conceded a 
higher fare. 

Street railway metallic filament lamps 
of 23, 36 and 56-watt sizes are in fair 
delivery. An increase of 10 per cent 
was made on Jan. 1, as previously an- 
nounced in the ELEcTRIC RAILWAY 
JOURNAL. The demand is normal and 
steady, with a slight increase at points 
reached by direct factory shipment. 
Manufacturers are just about meeting 
the demand, accepting the statement of 
a large producer, who also stated that 
there was, however, no accumulation of 
stock and no diminution in production. 
Breakages figure largely in replace- 
ment. The purloining of lamps by pas- 
sengers is also claimed as a factor, but 
this is being overcome to a certain ex- 
tent by using a locked socket. 

Car seats, only ordered for new roll- 
ing stock now almost impossible to ob- 
tain excepting on long delivery, are 
therefore not active. A sharp demand 
for second-hand seats is noted and the 
market is about cleaned up. In a few 
weeks an advance on the entire line of 
new seatings will be made, to become 
effective immediately as announced. 

Fare boxes of the improved types are 
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gradually being installed in the metro- 
politan territory. The demand is in- 
creasing and manufacturers are look- 
ing for their general adoption on the 
principal lines. Deliveries are prompt 
if transportation can be engaged. A 
carload came in from the West recently 
in ten days which is good time. Prices 
are unchanged. 

Slack adjusters and lightning arrest- 
ers are selling well. A recent order for 
more than 4000 adjusters was placed 
last week by the Philadelphia Rapid 
Transit Company. The government re- 
cently closed a contract for 6000 light- 
ning arresters of a special type to be 
sent to France. 

Ventilators, cord, curtains, shades, 
springs and general hardware, glass 
and similar accessories, indicate normal 
conditions, dependent largely on the 
new rolling stock situation. About two 
weeks ago car curtains here advanced 
5 per cent. Car springs are in moder- 
ate sale, the difficulty is to obtain steel. 
Deliveries are reported as dependent on 
the elasticity of embargoes and the re- 
lease of shipping facilities. 


Iron and Steel Production 
Hard Hit 


Transportation Tie Up Resulting from 
Weather Conditions Cuts Output 
Practically in Half 


With prevailing conditions in labor 
and transportation, the iron and steel 
producers have been particularly hard 
hit during the last few weeks. Weather 
conditions and embargoes have limited 
transportation considerably and reports 
are more pessimistic than they have 
been. The heavy and frequent snow 
falls since the beginning of the year 
have practically demoralized traffic, and 
mills are finding it more difficult than 
ever to secure supplies. Large steel 
companies have closed up work and 
others have been running under reduced 
schedules, while authentic reports state 
that not more than half the blast fur- 
naces in Pittsburgh are in operation. 
Some reports, however, place production 
of not more than 65 per cent. 

It is, of course, quite evident that 
with the supply of iron and steel becom- 
ing lessened that the loss will fall al- 
most entirely on the private consumer. 
In other words, those working on gov- 
ernment orders will be made to feel this 
curtailment of production the least in 
all probability. The delay, therefore, in 
production and delivery of iron and 
steel products may not be expected to 
be lessened for some time. 


Catalogs Wanted 


W. R. Wood, acting assistant general 
superintendent of rolling stock and 
shops of the Rio de Janeiro Tramway, 
Light & Power Company, Rio de Ja- 
neiro, Brazil, desires to have manufac- 
turers’ publications, catalogs, descrip- 
tive matter, etc. Considerable new work 
is reported to be under way at Rio de 
Janeiro. Mr. Wood was formerly con- 
nected with the Third Avenue Railway, 
New York, N. Y. 
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Sheffield (Ala.) Company is reported 
as having ordered new cars to meet 
the increased demands for transporta- 
tion of workmen to the government’s 
great new nitrate plant at South Flor- 
ence, Ala. 


Dallas (Tex.) Consolidated Electric 
Street Railway has just received the 
twelve new passenger cars, constructed 
by the American Car Company, St. 
Louis, Mo. which was referred to in the 
ELECTRIC RAILWAY JOURNAL of Novy. 17, 
1917. 


Philadelphia (Pa.) Rapid Transit 
Company, within a couple of weeks, 
placed an order for 100 city passenger 
cars, similar to the ones now in ser- 
vice, with the J. G. Brill Company. 
This rolling stock purchase may even- 
tually total 150, but not 200, as men- 
tioned in last week’s ELECTRIC RAILWAY 
JOURNAL. The Government, as surmised, 
initiated the order for the convenience 
of shipyards in the vicinity. 


Wheeling (W. Va.) Traction Company 
had destroyed by fire, probably incen- 
diary, on Feb. 4, its Bay Island operat- 
ing carhouse and twenty-nine double- 
truck air-brake passenger cars, and 
one new-work car, all 5-ft. 214-in. gage. 
The company is now operating about 75 
per cent of its service. The Jewett Car 
Company for some time has had four- 
teen double-truck cars under construc- 
tion for the company and completion 
will be hastened. The Wheeling Com- 
pany is looking for complete cars of the 
above gage for temporary use and will 
arrange equipment for permanent re- 
placement speedily. 
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| Trade Notes 


China Products Company, Zanesville, 
Ohio, has acquired the manufacturing 
plant, merchandise, tools, fixtures and 
raw materials of the Virginian Potteries 


Company. The property was turned 
over cn Jan. 30. 

Crescent Electric Manufacturing 
Company, Pittsburgh, Pa., recently 


bought the entire stock of the Pitts- 
burgh Armature Works. 
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Automatic Railway Company, New 
York, N. Y., has been chartered with a 
capital stock of $14,500 by L. H. Wash- 
burn, C. K. Allen and J. S. Wooster, 
115 Broadway, New York City. 


China Products Company, Zanesville, 
Ohio, has purchased the Virginian Pot- 
teries Company, its plant, manufac- 
tured products, tools, fixtures and raw 
materials. Possession was delivered to 
the new owners Jan. 10. 


E. S. Fassett, formerly general man- 
ager United Traction Company, Al- 
bany, N. Y., has been elected director 
and secretary of Goldschmidt & Forbes, 
inc., New York, dealers in metals and 
metal products. He will still remain 
sales manager of the New York Switch 
& Crossing Company, with which he 
has been connected for the last five 


E. §. FASSETT 


years, but he will resign his connection 
with the Habirshaw Electric Cable Com- 
pany, New York, with whose sales or- 
ganization he has been identified for 
the last two or three years. Mr. Fas- 
sett was president of the New York 
Electric Railway Association in 1908- 
1909. He resigned from the United 
Traction Company of Albany in 1912. 
Westinghouse Lamp Company, New 
York, N. Y., has removed its advertis- 
ing department from 165 Broadway 
(City Investing Building) to the Park 
Row Building, 21 Park Row, opposite 
the General Post Office. It has taken 
a suite of offices on the sixteenth floor. 


RAILWAY MATERIALS 


Wagner Electric Manufacturing Com- 
pany, St. Louis, Mo., announces the 
opening of a service station at Seattle, 
Wash., to take care of this branch of 
its business in the State of Washington 
and the Northwest. 


Arnold Company, constructing engi- 
neer, 105 South La Salle Street, Chi- 
cago, has discontinued its New York 
office at 111 Broadway. 


Jchn D. Stout has been appointed 
Chicago representative for the Terry 
Steam Turbine Company, Hartford, 
Conn. Mr. Stout was at one time as- 
sistant engineer of the Terry company 
and was recently transferred from the 
New York office, where he was assist- 
ant manager. 


War Trade Board, Washington, D. C., 
has announced new regulations regard- 
ing exports. After Feb. 1 a new appli- 
cation form will be used in place of all 
forms hitherto in existence. It will be 
the only application form in use. Copies 
of the blanks, with information pertain- 
ing to their purpose and other direc- 
tions pertinent thereto, may be had on 
application to the board. 


New Advertising Literature 


Pyroelectric Instrument Company, 
Trenton, N. J.: Has circular No. 9 de- 
scriptive of Northrup millivolter. 

Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa.: 
Leaflet 3986, descriptive of underfeed 


stokers, has been issued by the com- 


pany. 

General Electric Company, Schenec- 
tady, N. Y.: Bulletin 46,013, descrip- 
tive of switchboard-type instrument 
transformers, is being distributed by 
the company. 


Manistee (Mich.) Iron Works Com- 
pany: Bulletin 52, descriptive of Rees 
roturbo patent rotary jet vacuum 
pumps for surface condensers, is being 
distributed by the Manistee company. 


Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa.: 
Vol. 1, No. 8, of “Railway Engineering 
Data.” A reprint from the ELECTRIC 
RAILWAY JOURNAL on “Problems Con- 
fronting the Electric Railway Indus- 
try” is also being distributed. 


Jan. 30 en 6 


Rubber-covered wire base, New York, cents per lb. -32 


Wire, weatherproof (100 Ib. lots), cents per lb, 
.2914,-3414%4, 284-344 


New York 
Wire. weatherproof (100 Ib. lots), 
Rails, heavy, Bessemer, Pittsburgh, per ton 


Rails, heavy, O. 
Wire nails, Pittsburgh, per 100 lb 


Railroad spikes, 9/16 in., Pittsburgh, per 100 Ib.. 


Steel bars, Pittsburgh, per 100 lb 


Sheet iron, black (24 gage), Pittsburgh, per 100 lb. 
Sheet iron, galvanized (24 gage), Pittsburgh, per 


100 Ib. 


Galvanized barbed wire, Pittsburgh, cents per lb.. 
Galvanized wire. ordinary, Pittsburgh, cents per Ib. 
Cement (carload lots), New York, per bbl.. 
Cement (carload lots), Chicago, per bbl.... 
Cement (carload lots), Seattle. per_bbl.... 
Linseed oil (raw, 5 bbl. lots), New York, per gal. 
Linseed oil (boiled, 5 bbl. lots), New York, per gal. 
White lead (100 lb. kegs), New York, cents per lb. 
Turpentine (bbl. lots), New York, cents per gal.. 


*None offering. 


srproof (100 Ib. lots), cents per Ib 
CHICA OV aU ince Meade tain cima lomatichg iatek atten as 


H. Pittsburgh, per gross ton..... $57. 


NEW YORK METAL MARKET PRICES 
Jan. 30 Feb. 6 


Copper... Ingots, (cents? per Ths, giica certian ves) nya 
Copper wire base, cents per lb 


head, (cents perssl bier cnie ciao 

en BO $= S8.G0E) 4o-00 we NICKel (cents sper lp sie etic sete eterna tele te 0 

Brains $55.00 $55.00 Spelter: ‘cents: per Whe. 2 want hacehscenteteme ee caieboutem meee , 

Sor. 00taigon 00.) "Nin, Straits) centsmper Iba aaseace eer eree 85. 5. 

Snot $3.50 $3.50 Aluminum, 98 to 99 per cent, cents |per Ib........ 34-36 34-36 
$3.90 een } 

Sener 5.00 5.00 
Se 80 | $S:80 OLD METAL PRICES—NEW YORK 

CON $4.85 $4.85 Jan. 30 Feb. 6 
$4.35 $4.35 Heavy Copper, Cmts DOB MD /k. asaya aval a'e elem malt) atelwisate 22 22 
$3.95 $3.95 Light copper) cents per De shai sie al eleleteieele o euveele 19% 19% 

a acct $2.25 $2.25 Red \brass;. cents, per. Lit. <viccbaem aah eee ete ietieve ter tas meena ae 17% 

a Rehan $2.31 $2.31 Yellow.-brass;. cents=per. Lbs oc. cnternee erierametete sree 13% a} 

Se rs $2.65 $2.65 Lead), heavy, cents per Ti) ccteeeiaie emis ates stalls 5% 5% 
$1.31 $1.31 Zineprcents: PErScctra tasters ta oo tenapetiare eer ene 5% 5% 
$1.32 $1.32 Steel car axles, Chicago, per net ton............ $43.42 $42.42 
10 10 Old carwheels,; Chicago, per gross ton.........-.+. $35.00 $30.00 
50 49 Steel rails (scrap), Chicago, per gross ton...... $35.00 $35.00 

Steel rails (relaying), Chicago, per gross ton..... $60.00 $60.00 
Machine shop turnings, Chicago, per net ton..... $17.00 $17.00 
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Wea are deine? more mer since we ane td of obsolete 
trucks and put i in smooth-ri iding, modern ones with g 
uated spring system and floating bolster. Fron 

on our standard interurban truck will be ‘the ‘Brill 
27- MGB type. idee die gs Mees ry 
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